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We are pleased to report that Gerry Marshall, Britain’s favourite saloon 
car dicer, has accepted our invitation to write a regular column for 
AUTOSPORT. Gerry’s first offering appears on page 44. 
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Buy British 

Next Sunday, a new Formula 1 Grand Prix season will 
begin in Buenos Aires. Thirteen teams will be taking part 
in the Argentine Grand Prix, one Italian, one French, one 
Brazilian (albeit based in the UK) and ten British. Britain 
dominates the entry list, yet of the 22 drivers, only three 
are British. And we are about to start another season 
with no new faces in the cockpits of Formula 1 cars. 

At the end of 1972, Alexander Hesketh went out on a 
limb and put a largely unknown quantity—James Hunt— 
behind the wheel of his Formula 1 car. And we now have 
a World Champion whose success has had an immeasur- 
able effect on British prestige. 

Marlboro-McLaren, Elf Team Tyrrell (which has long 
fulfilled an obligation to its French sponsor to run a 
French driver), Martini-Brabham and John Player Team 
Lotus (which has recently given opportunities to two 
young Britons) all have rock solid reasons for their driver 
selections, reasons to do with ability and talent. McLaren 
and Brabham both have a Briton on the books. So .does 
Shadow, and bearing in mind this team’s financial situa- 
tion it is perhaps easy to forgive the acceptance of an 
Italian bag of gold. Team Tissot Ensign with Castrol and 
Rotary Watches-Stanley-BRM both needed top-liners, as 
did Wolf Racing, which has a multinational air about it 
anyway. 

This leaves March Engineering and Team Surtees. 
March has gone for two new sponsored men in 1977, one 
Brazilian and one South African. Surtees, also in need of 
a number one driver, signed a top-ranked Italian to fulfil 
that need, and for the number two went for a new young 
Austrian who has also paid for the drive. 

It seems that both March and Surtees had an oppor- 
tunity to give young British drivers their chance, but 
declined to take it. Financial considerations certainly 
appear:to be paramount in Grand Prix racing these days, 
and it is a pity that one of the first things which suffer as 
a result is the hope of aspiring Britons, who find it des- 
perately difficult to raise the cash which is needed to 
secure an F1 drive. This season, Ian Scheckter, Renzo 
Zorzi, Hans Binder and Alex Ribeiro have all landed 
drives with leading British Formula 1 teams, but we see 
little evidence that similar British driving talent is un- 
available. 

Will no British team manager resist the temptation to 
increase his purse in the short term by investing in the 
future, taking the same kind of calculated risk taken by 
Lord Hesketh four years ago? 


cover picture 


The 13 top Grand Prix teams have assembled at Buenos 
Aires for the opening round of the 1977 World Champion- 
ship, to be held next Sunday. The reigning World 
Champion, James Hunt (top), is facing a number of 
unknown quantities in his first title defence, including Elf 
Team Tyrrell’s debutant, Ronnie Peterson in the cockpit 
of a six-wheeler (below). Our preview of the Argentine 
Grand Prix begins on page 8. 


next week 


Our full report of the Argentine Grand Prix at Buenos 
Aires—lan Titchmarsh submits his controversial annual 
review of British club and national racing—Private Ear— 
John Bolster tests the Lotus Eclat—The RAC Rally 
Championship for 1977 starts with the ShellSport Dean*. 


These items were correct at the time of going to press. 


pit & paddockm 


USAC, F1 and CanAm 
plans for Alan Jones 


Passing through London on the way 
to a business meeting in Switzer- 
land, Teddy Yip announced some 
exciting plans for 1977. Alan Jones 
will drive the ex-Penske USAC 
McLaren under the Theodore Racing 
banner at Indianapolis this year. The 
car will be run in conjunction with 
USAC “regular” Bill Simpson. Alan 
hopes to do some testing with the 
car at Ontario before the month of 
May. 


Yip—big plans for Alan Jones. 


ye 


Jones’s season looks to be a very 
full one indeed. He is soon to do 
the Rothmans Championship in 
Australia with the Theodore Racing 
Lola T332C. He will take part in 
the CanAm Championship with a 
similar car (updated to the new 
T333CS “sports car” specification), 
and also intends to do a certain 
amount of F2, probably for Fred 
Opert, for whom he has driven in 
the past. 


if all that were not enough, Alan 
will also take part in seven or eight 
Grands Prix in “a very competitive 
car,” although he cannot name it at 
present, An announcement about this 
will be made in a couple of weeks. 
Following his departure from Team 
Surtees, it is good to see that Alan 
will still be in Fl. He is very en- 
thusiastic about all his plans for this 
year, and is excited at the prospect 
of Indy, “I’d have to say that Grand 
Prix racing is my favourite sort of 
racing, but I enjoy it all. It’s always 
been an ambition of mine to do 
Indy, and I'd love to try NASCAR. 
As well as all these other things, I 
will probably drive at Le Mans this 
year, for an Australian team”, Some 
people really work for their liv- 
i ne 


Zorzi signs for Shadow 


Alan Rees has confirmed that the 
Italian F3 driver Renzo Zorzi would 
be Tom Pryce’s team-mate in the 
Shadow Fl team for 1977. Sponsor- 
ship for the deal has come from 
Francesco Ambrosio, an__ Italian 
millionaire, who is backing the team 
to the tune of 50 per cent, the other 
half coming from Tabatip, of course. 

At present, the team still has 
only one DN8, so Zorzi will drive 


<I iE te liparan 


Tom Pryce’s old DN5 until a second 
DN8 is built. The Italian drove the 
car for the first time at Silverstone 
last week. It was very wet, but 
Zorzi gave a good account of him- 
self. “Actually, we were quite 
impressed,” said Rees, “‘ Keegan was 
out in the Hesketh at the same time, 
and Renzo was three or four seconds 
quicker.” His first drive for the team 
will be in Argentina this weekend. 


fig 


Testing together at Silverstone recently were Renzo Zorzi’s Shadow DN5 
(above) and Rupert Keegan in the Penthouse/Rizla Hesketh 308C (below), 
the car formerly driven by Guy Edwards. 


‘ 


Pace—very optimistic. 


“Moco” is 
confident 


The French sports daily L’Equipe 
recently ran a most interesting inter- 
view with Martini Brabham team- 
leader Carlos Pace. The Brazilian 
was, of course, very much the star 
of recent test sessions at Paul Ricard, 
the latest Brabham-Alfa_ getting 
round the short circuit in 1m 9.5s, 
three-tenths quicker than the time 
set earlier by Vittorio Brambilla’s 
Surtees TS19, 

Moco is ecstatic about the latest 
car. With the old BT45, he said that 
all their problems stemmed from 
the engine, When on full song, it 
could cope with anything, but rarely 
did it hold together for a whole 
Grand Prix. It had been plagued 
with lubrication problems and was 
prone to misfiring, So much time 
had been spent trying to get the 
engine to run properly that chassis 
development had lagged. “ You can’t 
set up the car when the engine 
isn’t going properly, and that was 
practically always the case.” For 
every race, Moco went on, it seemed 
that the cars had a different injection 
system! As well as being highly 
temperamental, the Alfa engine was 
also extremely heavy—30 kilos more 


edited by Nigel Roebuck 
than a DFV. The basic problem all 
along was that the engine had been 
developed primarily for long-distance 
sports car racing, not for Fl. 

Pace reckons that a great many 
of their problems have been solved. 
The Alfa engineers, he said, have 
put in a prodigious amount of work 
in developing the F12 engine. It is 
now 10 kilos lighter—albeit still 
much heavier than a Cosworth. 
Torque is considerably improved, and 
Moco says it is putting out a genuine 
510bhp. “For the first time, the 
engine is now prepared for Grand 
Prix racing.” Thanks to a trouble- 
free time with the flat-12, Pace and 
Gordon Murray were able to devote 
themselves to the chassis at Paul 
Ricard. The centre of gravity of the 
new car is appreciably lower than on 
the old one, and Moco was very 
happy with the handling. 

Speaking of his erstwhile team- 
mate, Carlos Reutemann, Pace said: 
“Carlos did the right thing by leav- 
ing. He never felt at all at ease 
with Brabham, Even when we were 
running Ford engines, he never liked 
the atmosphere in the English team, 
He often told me that he had but 
one desire: to drive for Ferrari, Now 
he is there, it seems that he is 
working on the cars more than 
Lauda, and I hear that he has gone 
quicker than Niki at Fiorano, That 
doesn’t surprise me. He is an excel- 
lent driver. What annoys me about 
his departure from our team is that 
now I will never know which of 
us is the quicker. In 1975, we had 
a very good season, and Reutemann 
made the better showing; but 1976 
was mediocre, and he became com- 
pletely discouraged.” 

Pace left for Brazil shortly before 
Christmas, in a happy frame of 
mind. He said he was delighted to 
have John Watson as his team-mate, 
the Belfast driver continuing the 
test programme iin his absence, Moco 
confirmed that he would be sharing 
a new 2-litre turbocharged Alfa 
Romeo with Vittorio Brambilla in 
all rounds of the 1977 Group 6 
Championship. 

A last word on his 1977 prospects, 
Did he think he would win any 
Grands Prix? “Not just races,” he 
retorted, “the World Championship! 
And my biggest rival will be Watson. 
I'm not joking!” Now that is con- 
fidence, . . . 


Citibank for NASCAR 


First National City are certainly 
expanding their motor racing involve- 
ment. Currently, they are sponsor- 
ing the Elf-Tyrrell Fl team, Brian 
Redman’s CanAm Lola T333CS, the 
CanAm Championship. . . . Now it 
is said that FNCB are keen to get 


involved with the Wood Brothers’ 
NASCAR team, for whom David 
Pearson drives. The deal will only 
come off, apparently, if the Woods 
agree to run their car at all 30 
events in 1977. This they are un- 
willing to do. 


Keegan to ZA|Purley’s F1_ 


Confirmation came late last week 
that Rupert Keegan would be taking 
part in the South African “Spring- 
bok” series after all. He will use 
a brand new March 77B, as we 
have already suggested, courtesy of 
March’s American Formula Atlantic 
agent Doug Shierson, who has been 
most helpful in assisting with the 
deal at such late notice. 


Backing for Keegan’s four-race 
South African venture is to come 
from Uniewinkels (Union Shops), the 
C&A of South Africa, so we are 
informed. The car will be powered 
by Ford BDA engines from John 
Dunn’s Swindon Racing Engines 
concern. 


at Brands 


Following the tragic death of Ian 
Hilton recently, Jock Nairn joins 
David Purley’s new Fl team from 
Walter Wolf Racing, as chief mecha- 
nic. 

The new car will be ready in two 
weeks, and Purley hopes to test it 
at Goodwood at the end of January. 
The car’s first appearance will be 
at the Race of Champions in March; 
and the team will take part in all the 
European Grands Prix, sponsorship 
coming from Lec Refrigeration, The 
team’s F5000 Chevron-Cosworth is 
currently being sold. 


AUTOSPORT, JANUARY 6, 1977 


FI mount. 


Mo Nunn and Castrol’s Jimmy Simpson stand by Clay Regazzoni’s new 


Castrol return to F1 
with Ensign and Tissot 


Additional sponsorship for Clay 
Regazzoni’s Ensign Fl car is to 
come from Castrol Lubricants. The 
contract, signed by Mo Nunn of 
Ensign and Castrol’s Jimmy Simp- 
son a few days ago, covers all 1977 
Fl races, including the Race of 
Champions, and the car will be 
entered by Team Tissot-Ensign with 
Castrol. 


Castrol have not been heavily 
involved with Grand Prix racing 
since their association with Dan 
Gurney’s Eagle team back in 1967 
and 1968, although there was some 
involvement with the Fl Tecno team 
in 1972 and 1973. Mo Nunn is still 
hopeful of running two cars in the 
European Grands Prix, and Patrick 
Tambay remains favourite. 


Marlboro backing for 
Race of Champions 


At Brands Hatch on Sunday, March 
20, Philip Morris, UK, will join 
forces with the Daily Mail to spon- 
sor the Race of Champions. The 
event will be called the Marlboro- 
Daily Mail Race of Champions and, 
as usual, it will give European en- 
thusiasts their first Formula 1 race 
of the 1977 season. 

The race will be over 40 laps (104 
miles) of the Brands Hatch Grand 
Prix circuit, and will be supported 
by events for RAC Group 1 Cham- 
pionship touring cars, the new Bri- 
tish Radio 1 Production Saloon Car 
Championship, a British Formula 
Ford 2000 Championship race, and a 


Celebrity race with ShellSport Escort 
saloons. The meeting will be organ- 
ised as usual by the BRSCC, and 
practice will be on Saturday, March 
19, when the Evening News will pre- 
sent 100 bottles of champagne to 
the driver making fastest lap in the 
first Formula 1 practice session. 

Race-day admission will be £4 
(children £1), but there will be a 
50p reduction for adult tickets bought 
in advance. Bookings are already 
being accepted at Brands Hatch for 
this, the reserved seats (£5-£7 extra), 
and paddock transfers (£3 extra). 
There will also be open seats avail- 
able for £3 extra. 


Two Scheckters in F1 


Ian Scheckter is into GP racing at 
last. 
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Immediately after we closed for press 
on the Christmas issue, news came 
in of Alex Ribeiro’s team-mate in 
the March Fl team this year. As 
expected, it is Ian Scheckter and, 
as we forecast in Autosport, the 
sponsorship is to to come from 
Rothmans, or more precisely, Roth- 
mans International Export. The car 
will be known as the Rothmans 
March, and Scheckter will drive it 
in all seventeen Grandes Epreuves 
this year. Initially, the team will use 
a conventional 761B, but if the six- 
wheel 240 proves competitive, they 
will use one of those. 

The 240 is obviously in need of 
further test and development before 
such a decision is made. It ran for 
the first time at Silverstone a few 
days ago, in the hands of Howden 
Ganley, and lasted only half a lap 
before the gearbox let go.... 


Euroracing’s 
F3 driver 


Having left his previous employ at 
March Engineering in order to set up 
a separate company at Silverstone 
under the Euroracing with March 
banner, former March sales director 
Sandro Angeleri has completed 
negotiations with his first driver, a 
promising young Brazilian who will 
drive in the new company’s Formula 
3 team. 

Hailing from Sao Paolo, the new 
recruit is 24-year-old Mario Pati, one 
of Brazil’s leading Formula Super 
Vee drivers. 

Although Pati only finished a low- 
ly fifth in the national FSV cham- 
pionship, his recent results, which 
include five pole positions and three 
wins, have brought him to the fore 
driving one of Ronnie Rossi’s Polar 
designs. 

Pati will handle a brard new 
March-Toyota 773 for the Euroracing 
set-up, concentrating on the BP Super 
Visco series in this country while 
taking in the major international 


races abroad. 
Backing for Pati’s first European 
venture comes from the Automobile 


Mario Pati—another Giacomelli? 


Club of Sao Paolo (ACP) for whom 
his father is a prominent official, 
Rede Globo TV and Charly SA, a 
PR and promotions agency which 
also has a construction firm as a 
subsidiary client. 

Pati’s new car has been flown out 
to Argentina and then on to Brazil, 
where he will demonstrate it before 
his father and his associates at the 
Grands Prix. 


Hans Binder is ‘Brambilla’s team-mate 
at Surtees. 


Binder in 


Pete Briggs of Team Surtees has 
confirmed that Austrian F2 driver 
Hans Binder would drive for the 
Fl team in 1977, his first appearance 
being at Buenos Aires this weekend, 
at the wheel of the Durex-sponsored 
TS19. Briggs said that the team’s 
agreement with Binder was not 
necessarily for the whole season; 
they would see how things went. 
If Binder proved quick enough, they 
would keep him; if not, they would 
put someone else in the car, 

Briggs also confirmed that Beta 
Tools, Vittorio Brambilla’s sponsor 
for the past three years, would be 
staying with Vittorio for 1977. Both 
cars will be white, 


USAC Eagle 


New from Dan Gurney Racing is 
the 1977 USAC car, which will be 
campaigned throughout this season 
by Pancho Carter. The work of Gur- 
ney’s chief designer, Gary Wheeler, 
the new car is radically different 
from its predecessor, as the photo- 
graph shows. 

The most dramatic change is that 
the car features off-set suspension, 
once common practic at Indianapolis, 
but abandoned towards the end of 
the sixties, The monocoque, includ- 
ing the roll-over bar, weighs only 
99 lb. A new single-strut rear wing 
is used. The configuration of the tub 
on the left hand side of the car is 
such to accommodate the fuel cell. 
(All Indy cars must carry their fuel 
on the left). 

Carter is to begin testing the car 
later this month. 


The new USAC Eagle (right) makes its predecessor look like a lorry. 


Film stars 
and Ferraris 


Three Ferrari 308 GTBs are currently 
being prepared in San Francisco 
for the Daytona 24 Hours on Febru- 
ary 5/6. One of the cars will be 
sponsored by Clint (Dirty Harry) 
Eastwood and another by David 
(Kung Fu) Carradine. In one car 
will be Elliott Forbes-Robinson, Milt 
Minter and actor Paul Newman; in 
the second are John Morton, Bob 
Carradine (Kung Fu’s brother) and 
Brad Frisselle, while John Cannon, 
Tony Adamowicz and Dick Barbour 
share the third, During recent test- 
ing at Willow Springs, Forbes- 
Robinson got down to lm 32.0s 
(2secs under the class lap record), 
and Newman was only a_ second 
slower. ... 


Petty still 
with Dodge 


After considerable speculation that 
Richard Petty would split from the 
Chrysler Corporation for 1977; we 
hear news that the NASCAR super- 
star will, in fact, be staying with 
them, continuing to run the same 
Dodge as last year, 

At the end of 1968, he shook the 
NASCAR world to the core by leav- 
ing Chrysler for Ford. Chrysler, he 
felt, were not giving him enough 
support, so he decided to wake 
them up a bit. Towards the end 
of last year, there were rumours 
that he would switch to Chevrolet, 
but this will not happen. “ We ain’t 
gettin’ no help from Chrysler, but 
we ain’t gettin’ none from anyone 
else, either.” 


@® The G6 race scheduled for 
Mosport Park on August 21 has 
been cancelled. Also off are the 
Hockenheim rounds of the European 
F3 Championship and European GT 
Championship originally scheduled 
for July 16/17. 


@ Texaco announce the appointment 
of Charles Manning as co-ordinator 
of motor racing in the PR depart- 
ment. He succeeds Neil McNab, who 
is returning to the field of industrial 
sales. 


HEY GERALD, WHY DONT YOU 
USEA MODERN ELECTRONIC 
STOP WATCH ? 


GP odds 


The odds for the world championship 
currently offered by Ladbroke’s are 
predictable enough, with one or two 
exceptions. Do they really think 
Ronnie is twice as likely to win it 
as Reutemann and Depailler? 
However, here they are: 6—4, Hunt; 
5—2, Lauda; 5—1, Peterson; 8—1, 


Andretti; 10—1, Depailler, Reute- 
mann; 14—1, Fittipaldi, Scheckter; 
20—1, Brambilla, Mass; 25—l, 


Laffite, Pace, Pryce, Regazzoni, Wat- 
son. 


The World Championship is upon us 
again, which means the beginning 
of another series of AUTOSPORT/ 
Moét et Chandon’ competitions. 
Once more, there will be a magnum 
of the glorious liquid for the reader 
who most accurately predicts the 
winner of each Grand Prix and his 
average speed. 

The Argentine GP was not run 
last year, but the 1975 winner was 
Emerson Fittipaldi’s McLaren M23 
at 118.601mph. As AUTOSPORT was 
not published last week, we realise 
we are giving you very little time — 
even without the mafiana attitude of 
the GPO—so we will accept en- 
tries arriving on Monday morning 
(providing they are not delivered by 
hand !). Send your postcards to 
Autosport Editorial, Regent House, 
54-62 Regent Street, London, WIA 
2YJ,.as soon as possible. 


Graeme Lawrence swept to a con- 
vincing victory in the Philippines 
Grand Prix held. in ‘Manila on 
December .19, becoming the Roth- 
mans International Trophy Cham- 
pion. Second placé went to a tiring 
John MacDonald and Filipino Rod 
Ocampo in a Brabham finished third, 
only five cars completing the event. 


This fifth and final race of the 
Rothmans Formula Atlantic series 
was beset with organisational. diffi- 
culties, compounded by the energy 
crisis, which led to many frustra- 
tions for the competitors, despite 
hard work by a handful of hard- 
pressed officials. The track was run 
around 3.8km of concrete roads of 
an undeveloped housing estate on 
the outskirts of Manila, and the 
bumpy surface caused havoc with 
suspension settings and rapid tyre 
wear. 


David Purley was the only “‘out- 
side’ competitor to challenge the 
usual Asian circuit driveis, while 
Albert Poon and his wife Diana 
were notable absentees. Poon had 
decided to go “down under” to 
compete in the New Zealand series, 
from which Graeme Lawrence had 
withdrawn! There were several 
new Filipino drivers, including Eddie 
Marcello who had purchased one of 
Fred Opert’s Chevron B29s, and lady 


Lawrence’s Rothmans title 


driver Cherie Schloemer from Singa- 
pore in a Brabham. 

Fastest in practice was John 
MacDonald’s Ralt-FVA at 1m 37.6s, 
with Lawrence’s March-Hart 76B 
and Purley’s Lec Modus a few tenths 
behind. The rest of the 12-car field 
were nowhere. Race day was hot 
and windy, with a slight suspicion 
of rain. From the flag MacDonald 
jumped into an immediate lead, 
hotly pursued by Lawrence and 
Purley. Setting the fastest race lap 
(1:37.0) Purley went through under 
braking on the second: tour, and a 
thrilling battle took place over the 
next ten laps as MacDonald and 
Lawrence changed positions time 
and time again in Purley’s slip- 
stream. Lawrence was fortunate to 
survive an excursion when he was 
forced over a kerb by a slow back- 
marker, and it took him two laps to 
get back in front of MacDonald. On 
lap 10 the battle came to a close 
when Purley’s throttle cable snapped 
and he dropped out, and for the rest 
of the race Lawrence had the edge 
and managed to pull a little ahead 
on each lap. 

Thus Team Rothmans Cathay 
Pacific driver Graeme Lawrence be- 
came the Rothmans International 
Trophy Champion with a purse of 
US $8000, scoring 32pts to Mac- 
Donald’s 27. 


Millan wins NZ opener 


Driving a Hart-engined Chevron 
B35, Steve Millan won the opening 
round of New dZealand’s Peter 
Stuyvesant race series at Bay Park 
on January 2, with Bruce Allison 
and former New Zealand Formula 
Ford champion Dave MacMillan 
second and third, both also using 
Hart engines in their Ralt chassis. 

Fred Opert entered two B34 
Chevrons, for Keijo Rosberg and 
Mikko Kozarowitzky, both American 
Formula Atlantic chassis powered by 
Hart motors and running under the 
Gitanes cigarette banner (Gitanes 
are marketed in New Zealand by 
Peter Stuyvesant). Rosberg qualified 
on the pole at 54.1s with MacMillan 
alongside (54.3), followed by Allison 
(54.4) and Millan (54.5). American 
Tom Gloy (Tui-Nicholson BH2), 
Kozarowitzky, Richard Melville 
(Shierson March-Swindon 76B) and 
John Nicholson (Modus-Nicholson 
M3) all qualified at 54.6, with Ken 


OH, THESE WATCHES AREUUST FOR SHOW, 
THEY MAKE ME LOOKLIKE A TIME KEEPER. 


BUT FOR TAKING LAP TIMES YOU CANT... 
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Smith (March-Nicholson 76B), Gra- 
ham Baker (Birrana-Hart) and David 
Oxton (Chevron-Nicholson B29) all 
on 54.8, Oxton’s the ex-Redman 
chassis from last year’s Kiwi series. 

Millan (known to his friends as 
“Mad Dog’), who used to run a 
B20 Chevron and is now using the 
ex-Opert chassis last used by Rupert 
Keegan in Macau, led home Allison 
and MacMillan in the race, Rosberg 
having retired with a dead battery 
when lying second. Kozarowitzky in 
the second Gitanes Chevron also 
dropped out with no electrics while 


lying fourth, so Nicholson was 
fourth in front of the American 
Super Vee ace Melville. John 


Meidecke from Australia, driving a 
Lola T360, beat Oxton for seventh 
position. 

The next round of the Peter 
Stuyvesant championship will be 
held at Pukekohe this coming week- 
end. 


by Barry Foley 


inky aM! Correspondence 


ithe editor is not bound to agree with readers opinions ms 


RAC Rally spectator 
problems discussed 


Having seen the problems grow over my dozen 

or so years of rallying, and then on this RAC 

Rally at first hand from the seat of the Range 

Rover loudspeaker vehicle, let no one conclude 

that there is any simple soluticn. 

There is a variety of possible courses of 
action, which have all been considered or 
attempted before. What is now required is for 
all or most of them to be organised and carried 
out in concert, against a sensible programme for 
future major rallies. 

What can be done: 

1. Publicise only those stages with suitable 
facilities (parking, wide verges, access other 
than via start or finish of stage, easy specta- 
tor control, availability of marshals, etc). 
Run stages in traditional popular difficult-to- 
control areas in darkness, or not at week- 
ends. 

3. Rope off start and finish areas over say 200- 
300 yards, and ban all spectators from the 
wrong side of these ropes from stage open- 
ing to closing, under threat of cancellation. 

4. Provide marshals with whistles, loudhailers, 
and orange waistcoats. Make them visible, so 
that they do their job. The brigade with 
armbands in their pockets are useless. 

5. Radio contact from start to finish of stages 
as a minimum. The Army usually only need 
to be asked. 

6. More, bigger, 
safety notices. 

7. The greater use of local media (press, radio, 

TV) to educate spectators into the hazards. 
The education of existing responsible enthu- 
siastic spectators, to assist marshals who are 
having problems. Why are the enthusiasts so 
apparently reticent? Some dedicated effort 
by the vast band of responsible citizens is 
the biggest single factor which could work 
on behalf of rallying. 

9, The use of loudspeaker vehicles to point out 


spectator information and 


» 


dangerous areas, hidden arrows, escape 
roads, etc. 
10. Cancel any stage which an _ experienced 


organiser or competitor considers to be out 
of control. A few cancellations will have a 
salutary effect. In retrospect, both Speech 
House and Greystoke were only in control for 
a short period. How Porlock and Wythop 
“survived” is a mystery to me. Perhaps 
they should have all been cancelled before 
any rally cars were put at risk. 

There is a view that all stage locations should 
be published. If a programme of spectator con- 
trol and education was effective, then the day 
would come when this would be possible. It 
certainly is not here yet. 

Having covered about half of the RAC stages 
in the Range Rover, one was impressed by the 
organisation and efforts in many places, where 
marshals were taking their job seriously. There 
were others which were not in the same state of 
preparation, and this has been reported separately 
to Jim Porter. Presumably this will result in 
specific action for future events using these 
stages. 

Perhaps there are those who would view my 
comments as being restrictive to spectators. The 
raison d’étre of rallying is not to provide spec- 
tators with thrills and spectacle. It is above all 
else a sport for competitors. Although sponsor- 
ship, publicity and spectators seem to be of 
increasing importance it is perhaps necessary to 
restate that they must remain secondary con- 
siderations to the interests and enjoyment of the 
sport by competitors. 


ANDOVER, HANTS. GEORGE DEAN. 


Nostalgia 


Only one word describes Chris Nixon’s nostalgic 
article Modena Memoirs published in your 
December 16 issue: Fabulous! A reminder of 
an earlier stage in the development of the Ferrari 
company when they appeared able to tackle any 
class of racing, and to produce new designs vir- 
tually at the drop of a hat. Perhaps it was often 
only a case of a new engine in an old chassis, 
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or a new body by Fantuzzi, or hoping that a 
gearbox designed for a “big four” would last 
the distance at Le Mans with a V12, but the cars 
were always fascinating. 

Of course, the expansion of Grand Prix racing 
and political and economical developments both 
inside and outside motor sport combined to 
force Ferrari to specialise very successfully in 
Formula 1, but the team has lost some of its 
unique atmosphere in the process. It was interest- 
ing to compare Nixon’s feelings about Fiorano 
with Jody Scheckter’s enthusiasm for the place, 
which came over vividly in his comments pub- 
lished the previous week. 

I also enjoyed reading again of Von Trips, 
Allison, Ginther, Baghetti and Phil Hill, the last 
two also in Nigel Roebuck’s series Yesterday’s 
Men. Even now it seems impossible to understand 
why the commendatore should have favoured the 
often erratic Von Trips who spent his time 
switching between Ferrari and Porsche, and made 
such meagre use of the American’s abundant 
talent. While Luigi Musso, Peter Collins and Mike 
Hawthorn were alive, there was obviously little 
room in the Grand Prix team, but surely after 
Hill’s drives in the Mexican Road Race he would 
have been an ideal choice for the Mille Miglia 
and the Tour de France, both major events in 
Ferrari’s programme. 


OAKHAM, RUTLAND Davip CoLe 


Petulance rewarded 


I have not written to your magazine in twenty 
years of readership, but Mr Macallan’s letter 
(December 23) referring to John Curry cannot 
go without comment. 

It would seem to me that this “ gentleman” 
is a Hunt fan first and a motor racing fan 
second. Nothing wrong with being a fan. As a 
schoolboy, my heroes were Fangio and Surtees, 
later Surtees and Clark. Now in my more 
“mature” years hero worship has given way to 
simply wanting to see a good race won by the 
best man, although I do have a sneaking regard 
for the old fashioned charger. (Brambilla for 
champion! I digress.) 

The point I wish to make is that Fangio, 
Surtees, Clark and others brought nothing but 
credit to their sport and their country. Never 
was there the petulant behaviour that for me 
takes the gilt off James Hunt’s performance, as 
at Long Beach and Monza. OK, he was under 
pressure; but weren’t the really great men I 
supported? And how well they showed that they 
loved their sport. 

John Curry, in one memorable year for him, 
became European, World and Olympic champion. 
Anyone who watched his performances could see 
that the titles were his by right—it was the 
absolute dominance of a true champion, and 
he gained my respect among many throughout 
the world, bringing credit to his country as well. 

I have no axe to grind over James Hunt, but 
I do feel that he was rather fortuitous to be 
1976 champion. He is a fine driver but not a 
complete man. When he matures then perhaps 
he will command my respect as a true champion. 

I cannot feel his cause is helped by the mass 
hysteria hero-worshipping of his fans, though. 
BRISTOL. DAVE MURDOCH. 


Thanks to John Webb 


I would like the opportunity to say a public 
thanks to John Webb of Brands Hatch Circuit. 

My young son of 13 races in the Formula 6 
run by the Rochester Motor Club. For reasons 
beyond the club’s control, the circuit used by 
the children at Detling was lost. Mr Webb, whom 
I have never met, very kindly allowed the lads 
to race on a Saturday morning when the Escort 
races take place. Without this very generous 
offer the children would not have been able to 
race this year. 

I think this kind of action is worth a public 
thanks, and Mr Nick Brittan and his anti-Webb 
remarks make me wonder if he really knows the 
people he attacks. 

I hasten to add that I have no connection in 
any way with Brands, nor the company that owns 
it. ; 


HARVEL, KENT Don MAYNARD 


Broad as itis... 


In reply to Derek Douglas’s recent letter, may I 
say that the omission of The Scotsman Scottish 
Rally Championship in my article of December 1 
was a cleverly devised plot by Mrs Margaret 
Thatcher to bring devolution out into the open 
in motor sport. And it worked! 

To be serious, I must have had a brainstorm 
while writing that piece, or could it be that I 
found it hard to believe that the up and coming 
youngster Andrew Cowan, accompanied by the 
youngest pensioned co-driver in the business 
Hugh McNeill, had won such an important title? 

My sincere apologies to David Snedden of 
The Scotsman, and to all whom I have offended 
north of the border. Certainly I would agree 
that the Scottish Rally Championship is as im- 
portant as any of the other four series—in fact 
some of my most exciting times occurred in 
Scotland (in rallies as well). 

I am already planning my visit for the Scottish 
— if you’ll let me in, and my wife. I intend to 
visit Mull afterwards (that is if the visas arrive 
in time), so I look forward to sampling your 
usual Scots hospitality in the New Year. 
WHITTINGTON, STAFFS. MIKE Broap. 
PS: How long has Malcolm Wilson been a Scots- 
man? 


Whale of a misprint 


The Birmingham Post strikes again!! Careful study 
of the opening paragraph on the enclosed cutting 
indicates that the Tour of Eppynt may well be 
something of a marathon! 
“Tony Fowkes of London leads off more than 
100 entries in the opening round of the 1977 
Castrol/AuTOSPoRT rally championship on January 
2—the Peter Russek tour of Egypt.” 
The Birmingham Post, December 20, 1976. 
KIDDERMINSTER, WORCS. RoB WHALE, 
Press Officer, 
Hagley & DLCC. 


Good luck, Lole 


Having followed Carlos Reutemann’s career since 
his early racing days in a Fiat 1500, I am most 
pleased finally to see him in a 100 per cent 
competitive Formula 1 team. Allow me to wish 
Lole the best of luck during the forthcoming 
season. 

BUENOS AIRES, ARGENTINA. 


Then as now? 


Needless tO say, there wasn’t too much 
sport ‘reported in the January 4 issue of 
1952—not even a winter clubbie. However, 
the circuit owners met at a conference in 
Paris to discuss safety and other manage- 
ment problems, and the CSI were to be in- 
formed of the safety standards considered 
applicable. Representatives from Monza, 
Chimay, Nurburgring, Brands Hatch, Hoc- 
kenheim, Montlhery, Zandvoort and some- 
where called Grenzlandring were present. 
In Pit and Paddock, the impending birth 
of autocross was announced, while a For- 
mula 3 race at Palm Beach was badly 
supported—four starters and two finishers. 
The Exeter trial was the main event, with 
lots of pictures of horses pulling cars up 
steep hills while Silverstone’s revised lay- 
out was also discussed. New Coopers were 
announced, including the “promising Bris- 
tol-engined Formula 2 car.” The Formula 
2 review that year carried a picture of 
Hans Stuck’s Kuchen-designed V8 AFM 
which finally came good at that place 
Grenzlandring while the classifieds carried 
a Delage D8, a D6 and a Hotchkiss, none 
of which cost over £300, while a Crossley 
1927/8 in pieces was going for less than 
£100. 


Tony WATSON. 


GP Uiey 0° SE Aen Ere 


Plus cachange.... 


NIGEL ROEBUCK previews the opening round of the 1977 World Championship and details. the 


Buenos Aires this weekend sees the start of the 
1977 World Championship. It seems a matter of 
days since all the build-up to the Hunt-Lauda 
confrontation in Japan, but modern Grand Prix 
racing no longer has the luxury of a proper 
off-season. 

The first two or three Grandes Epreuves of 
the season invariably produce a _ fascinating 
situation, for you have a hotch-potch of cars, 
some new, some from the season past, you have 
driver changes, new sponsors, team managers in 
unfamiliar pits. And always there are many 
questions to be asked. This year is no exception. 
Buenos Aires will be mighty interesting. 

Winners of the Constructors’ Championship 
for the past couple of seasons, Scuderia Ferrari 
look to be in good shape as we go into 1977. 
It is a very long time since the Italian cars 
won a race — Monaco last year — but the situa- 
tion is due to change. Following eye surgery a 
couple of months ago, Niki Lauda says he now 
feels completely fit, back to his old form and 
ready, he says, to assume once more his former 
title as “the fastest driver.” Niki is confident 
that Ferrari will still be the team to beat, but 
thinks that no clear pattern of the various teams’ 
competitiveness will emerge before the Spanish 
Grand Prix. it is great news that the brilliant 
Austrian is going into the new season in this 
frame of mind. He has not won in BA before, 
but finished a fine second there on his maiden 
outing for Ferrari three years ago. 

In the minds of many people, a big question 
mark hangs over Niki’s new teammate. Per- 
sonally, I cannot understand this. Carlos Reute- 
mann is a brilliant natural driver and, for years, 
has wanted nothing more than the Freedom of 
Maranello. After twelve months of uncompetitive 
machinery, many have forgotten just what this 
man can do. Remember 1974? Kyalami, Austria, 
the Glen. . Every one of those victories 
was conclusive. Over the past few months, Lole 
has put in a fantastic amount of work on the 
cars, endeared himself to the team and has been 
going faster and faster in testing. Five years ago, 
in his first Grand Prix, Lole slotted his Brabham 
BT34 on to pole position at BA. Three years 
ago, he utterly dominated the race, to be robbed 
of victory at the very end when he ran out of 
gas. This year, I think that the combination of a 
happy team atmosphere, a Ferrari 312T2 and a 
BA crowd willing him on will be irresistible. I 
reckon Lole will be on the pole and will lead 
the race from start to finish. In fact, it could 
well be a Ferrari 1-2 in practice and race. 

McLaren are not taking their M26s to Argen- 
tina, both Hunt and Mass relying on their trusty 
M23s, and why the hell not? For the last half 
of 1976, it was the quickest thing around. As at 
any race these days, James must be one of the 
strongest favourites for Argentina. Two years 
ago, he led for most of the race with the 
Hesketh, only to drop it near the end, handing 
the win to Emerson Fittipaldi’s McLaren. Like 
Niki Lauda, Carlos Pace et al, James is confident 
that he will be the man in 1977, is sure he will 
win the World Championship again. Winning 
the title can take the immediate edge off a 
man’s competitiveness, but this is unlikely to be 
the case with Hunt. Jochen Mass was reprieved 
by McLaren at the end of last season, and re- 
tains his place in the team. After a somewhat 
disappointing showing in some of the 1976 races, 
I feel that Jochen may well play a much more 
prominent part in the proceedings this year. 

Patrick Depailler has been going incredibly 
quickly during recent testing at Paul Ricard, and 
the Elf-Tyrrell man has to win a race soon. After 
the tests, Patrick said that the latest car is 
significantly better than its predecessor in all 
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team changes for the new season 


WORLD CHAMPIONSHIP ] 
ARGENTINE GRAND PRIX 


Autodromo Municipal de la Ciudad de 
Buenos Aires 
Circuit No 15, 3.708 miles (5.968 kms) 


Lap record: James Hunt (F1 Hesketh- 
Ford 308), 1m 50.91s, 120.378mph. 
Organisers: Automovil Club Argentino, 

Buenos Aires. 


TIMETABLE 


Practice 

Friday 15.00-16.30 
17.30-18.30 
15.00-16.00 
17.30-18.30 untimed 
Race (53 laps, 196.524 miles) 
Sunday 17.30 


Saturday 


Note: The above timetable was correct at the 
time of going to press, but had yet to be 
agreed by the Formula 1 Constructors Associa- 
tion. The FICA is discussing with the Auto- 
movil Club Argentino the possibility of re- 
scheduling the practice sessions to 10.00-11.30 
and 13.00-14.00 on both days, and of starting 
the race earlier on Sunday. Argentina time is 
three hours behind British time (ie the organi- 
sers have scheduled the start for 20.30 our 
time on Sunday). 


BROADCASTING 


17.30 (approx) Radio 2 
22.00 Radio 4 
07.25 Radio 4 
08.25 Radio 4 


Saturday 
Sunday 
Monday 


respects. With Hunt and the two Ferrari drivers, 
I reckon Depailler will be one of the dominant 
forces this season, and I can see him winning 
several races. Ronnie Peterson has a lot to prove 
in 1977. Although still a racing driver of tre- 
mendous class, many doubt that he can turn it 
on as he did three or four years ago. He has 
the car now; the rest is up to him. I feel sure 
he can do it, but it may take a little time. 

Mario Andretti finished last season on top of 
the world with that superb win at Fuji. Now 
very much a full-time Grand Prix driver, the 
American is due for a lot of success in 1977. 
Guaranteed to give of his best under any con- 
ditions, Mario has said that the new JPS 78 is 
a vast improvement over the 77. That being 
the case, he may well be very hard to stop on 
occasion, for there were times last year when 
Andretti and the 77 looked to have the beating 
of everyone. Lotus are taking two of the new 
cars out to BA, plus a-77 as a spare. Mario’s 
teammate, Gunnar Nilsson, has not driven in 
Argentina before, but that is unlikely to worry 
the young Swede too much, and he can be 
relied upon to turn in his usual strong perform- 
ance. 

One of the biggest question marks hangs over 
the Brabham team. Can Carlos Pace really have 
been serious when he made his forecasts for 
the season? (See Pit and Paddock.) If he did 
mean all he said, then the Brabham-Alfas really 
must be a whole lot better than they were in 
1976; only rarely were they a significant factor, 
However, Moco’s testing times on the short 
Ricard circuit certainly were an eye-opener, and 
he will certainly give his all in front of a South 
American crowd. John Watson, of course, will 
have his first drive for the team this weekend. 
Many people considered his signing for Brabham 
a little hasty, but maybe it was a good decision, 
after all. In terms of ability, Watson has nothing 
to prove. 

Only two Marches are going to Argentina, and 
these are updated 761s (to be called 761Bs) for 
Alex Ribeiro and Ian Scheckter. In Fl terms, 
both these men are unknown quantities. Jody’s 
elder brother has had occasional F1 outings in 
the past couple of seasons, but never in a com- 
petitive car. Every year he has taken part in the 
South African GP, always giving a good account 
of himself with an ex-works Tyrrell 007. Last 
year, in fact, he was very little slower than his 
brother. But a regular Fl drive is something 
new. Ribeiro’s Grand Prix experience is even less 
than Scheckter’s: he drove the elderly Hesketh 
308C at Watkins Glen last year, and that’s all. 
However, no one doubts that the little Brazilian 
has the pace to succeed in Fl, and his F2 show- 
ings last year indicate that he now has the 
temperament to go with it. It would be asking 
a lot, however, for either of these two to figure 
prominently in the early races. 

Shadow are taking two cars, a DN8 for team- 
leader Tom Pryce and a DN5 for new team 
member Renzo Zorzi. It is sad to reflect that 
the quickest man ever around Buenos Aires — 
Jean-Pierre Jarier — will not even be taking 
part this year. Jumper was in a class of his 
own two years ago, but sadly the then-new DN5 
broke on the warm-up lap. Tom Pryce leads the 
Shadow attack this weekend, but the. DN8 has 
so far shown no sign of absolute competitiveness. 
For Tom’s sake, one can only hope that the 
situation will change. Certainly, the driver will 
be trying as hard as ever. Zorzi’s two F1 outings 
twelve months ago showed him to be very com- 
petent, but it seems doubtful that he is of the 
potential class of, say, Giacomelli or Patrese. 

Team Surtees go into 1977 in higher spirits 
than for many a day. In Vittorio Brambilla, they 
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Lole: an Argentine win? 


have a true charger, a man who will move the 
TS19 as it has never been moved before. Team 
and driver are remarkably enthusiastic about 
each other, and I hope they stay that way. 
Vittorio and Big John just might click together 
and produce the kind of results of which they 
are both capable and deserving. Certainly, one 
may say with confidence that the car will be 
far nearer the front than was the case last year. 
Although Hans Binder drove a Williams at Fuji, 
his only real Fl outing came at the Oster- 
réeichring ‘last year, when he was very impressive 
in the Ensign. ‘ 

» Another unknown quantity is Jody Scheckter 
and the Wolf. The South African is happy in his 
new job, happy to have a four-wheeled car 
again. In winter testing, the new Wolf has been 
‘highly impressive, showing a remarkable lack 
of teething troubles as well as being quick from 
the word go. For the time being, the team will 
run only one car, and Scheckter will drive it into 
the ground. 

Regazzoni. How will he go in the Ensign? When 
he drove for BRM, back in 1973, only rarely did 
we see Clay up there with the leaders. He did 
not hit it off with the management, the car was 
competitive infrequently, and he couldn’t wait to 
get home to Maranello. But those days have 
gone. There will be no more Maranello. Clay 
intends to continue for another couple of years 
or so, and may well find the Ensign to his liking. 
He likes Buenos Aires, too. Why, he even put 
the BRM P160 on the pole there, and ran away 
from the field until his retirement. In ’74, he 
put in a storming drive through the field to 
finish third. He ain’t finished yet. 

Jacques Laffite will run the old Ligier-Matra in 
Argentina, there being insufficient testing time on 
the new JS7 as yet. The V12-engined car could 
well be in its element on the quick (120mph) 
circuit, and Laffite can never be ruled out any- 
where these days. 

Two Copersucar-Fittipaldis are entered for 
Emerson himself and for Ingo Hoffman. The 
car’s miserable fortunes last year would have 
dispirited most people, but Fittipaldi is not one 
to give up and will be trying as hard as ever. 
One of the car’s biggest problems, however, has 
been traced to its uprights, which were 
Brazilian-made and apparently prone to flexing. 
With its new uprights, the car handles infinitely 
better, and it would be lovely to see Emerson 
back up there. For Ingo Hoffman, this is the 
second time around. He started out last year as 
Fittipaldi’s number two, but the car’s lamentable 
performances led the team to concentrate on one 
car only, and Hoffman was out in the cold for 
a while. 

Last of all, the new BRM makes its debut, in 
the hands of Larry Perkins. The car’s first test 
session was something of a disaster, the engine 
rarely running on twelve cylinders. However, it 
is early days yet. 

So, sticking my neck out, I think that third 
place will be disputed by Hunt, Depailler, Bram- 
billa, Pace and Laffite. But, up ahead, it is the 
two Ferraris for me, with Lole ahead of Niki. 
But we shall see... . oO 


AUTOSPORT, JANUARY 6, 1977 


Above: Larry Perk 


.. Marlboro Team McLaren 
... Marlboro Team McLaren 
... Elf Team Tyrrell 
... Elf Team Tyrrell 
... John Player Team Lotus 
... John Player Team Lotus 
... Martini Racing 
... Martini Racing 
... Hollywood March Racing Team 
... Team Rothmans_ International 
... Spa Ferrari SEFAC 
... Spa Ferrari SEFAC 
... Rotary Watches-Stanley-BRM 
.. Ambrosio Shadow Racing Team 
... Ambrosio Shadow Racing Team 
.. Durex Team Surtees 
... Beta Team Surtees 
.. Walter Wolf Racing 
.. Tissot Ensign with Castrol ... 
... Ligier-Gitanes-Norev 
... Copersucar-Fittipaldi 
. Copersucar-Fittipaldi 


Driver 


stiegs AIBOTtO ASCH 7500 cssscvcesseces 


ayieis Juan-Manuel Fangio 
Ste Juan-Manuel Fangio 


one. Juan-Manuel Fangio/Luigi Musso ...... Lancia-Ferrari 
nate Juan-Manuel Fangio ......... 
fate SETHAG AOS Ficccsccsecsescegs 


BSD. 7 Not held 
erat Bruce McLaren 
Not held until: 
ee Chris Amon 
eats Jackie Stewart 
elie Emerson Fittipaldi 
see Denny Hulme 
ee Emerson Fittipaldi 
Seeuks Not held 


*Non-championship 


Driver 

James Hunt ... 
Jochen Mass ... 
Ronnie Peterson 
Patrick Depailler 
Mario’ Andretti 
Gunnar Nilsson 
John Watson ... 
Carlos Pace . 
Alex Ribeiro ... 
lan Scheckter ... 
Niki Lauda 
Carlos Reutemann 
Larry Perkins 
Tom Pryce 
Renzo Zorzi ... 
Hans Binder ... 
Vittorio Brambilla 
Jody Scheckter 
Clay Regazzoni 
Jacques Laffite 
Emerson Fittipaldi 
Ingo Hoffman ... 


ins tests the new Stanley-BRM P207. Below: The revised Brabham-Alfa Romeo, 


Peg ie! uahy oe Ferrari 625 
Sey enayhe PULL Sl qereee Maserati 250F 


Marlboro McLaren-Ford M23 
Marlboro McLaren-Ford M23 
Elf Tyrrell-Ford P34 

Elf Tyrrell-Ford P34 
JPS-Ford Mk3 

JPS-Ford Mk3 

Martini Brabham-Alfa BT45B 
Martini Brabham-Alfa BT45B 
Hollywood March-Ford 761B 
Rothmans March-Ford 761B 
Ferrari 312T2 

Ferrari 312T2 

Stanley-BRM B207 
Shadow-Ford DN8 
Shadow-Ford DN5B 

Durex Surtees-Ford TS19 
Beta Surtees-Ford TS19 
Wolf-Ford WR1 

Ensign-Ford N177 
Ligier-Matra JS5 
Copersucar-Fittipaldi FD 
Copersucar-Fittipaldi FD 
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pate Mercedes W196 


cop deads UREN. Uhaeeu Maserati 250F 
vasebutest ee, pases Cooper-Climax ......... 


eipkea Cooper-Climax......... 


daeves Matra-Simca MS120B 99.18mph 
Pere’ Tyrrell-Ford 003 ......... 100.33mph 
Sais JPS-Ford 72 ............. 104.84mph 
vs McLaren-Ford M23 
wertgs McLaren-Ford M23 


.. 116.72mph 
. 118.60mph 


1977 Fiat and Lancia plans 


Makinen, Paganelli, Andruet included in the line-up 


A broad outline of Fiat and Lancia 
rally plans for the coming year has 
appeared before in these columns. 
However just before Christmas, we 
were very kindly invited to Turin 
for the official Lancia World Cham- 
pionship celebrations and Press 
Conference which was attended by 
a number of European journalists 
and seemingly the entire Lancia 
competition entourage. It would be 
no exaggeration to say that everyone 
received a prize, and there was much 
Latin emotion, hugging and embrac- 
ing in evidence. In all it was a most 
convivial and interesting two days, 
although the most interesting news 


Darniche—works Stratos. 


was to be extracted from Fiat, who 
of course are planning a huge on- 
slaught on the WCR and other 
associated activities with their newly 
developed 131 Abarth Mirafiori. 

However to deal with Lancia 
intentions first ; the team, having 
won the World Rally Championship 
four times in the past five years, 
will be taking something of a back 
seat during 1977 and it appears as 
though the only item left for Cesare 
Fiorio to win for Munari (in the 
latter’s 12th season for Lancia) is 
the World Drivers championship 
section of the WCR. 

They explain the run-down of the 
competitions department in terms of 
economics, but one feels that the 
reduced participation of Lancia 
Alitalia (who will continue their 
support next year) may give the 
team the breathing space required 
to develop a new rally car, more 
closely related to a production 
vehicle. On this point, lips were 
firmly sealed, but one must presume 
that any projects will involve the 
Monte Carlo mid-engined sports car 
which will be available here in RHD 
during the spring or early summer. 
If the Monte Carlo is involved, then 
so must the famous 2.4 24-valve V6 
which has recently powered the 
Stratos so reliably to its many vic- 
tories. A road car fitted with one 
of these engines would indeed be an 
exciting machine, and a rally car 
derivative would be logical. Mean- 
while Lancia must also have further 
plans for their Flat-4 which currently 
powers only the Gamma. There is 
scarcely room for it in the Monte 
Carlo but in the Beta range it would 
be a different matter, and the 
engine’s development potential is 
huge. 

However to return to competition, 
Lancia are planning to enter the 
Monte Carlo Rally, the Safari, the 
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San Remo, the Giro d’Italia and the 
Tour de France in Stratos’ for Mun- 
ari, Pinto and Darniche. The latter 
is the surprise of the Alitalia team 
and after a highly successful year 
with French Lancia importer, Char- 
donnet, he moves into a full works 
car for European World Champion- 
ship events for which Lancia have 
plans. Darniche of course won the 
ECR title in a Stratos last year and 
on several occasions proved quicker 
than the works drivers. He only 
just failed to win the Tour de Corse 
from Munari, and backed up the 
two works cars on last year’s Monte 
to finish third on Michelin knobblies 
while the works used the more 
suitable (for the conditions) Pirelli 
P7s. 


Works ride 


It appears as though Darniche may 
also be offered further work within 
the Fiat empire, driving a Fiat 131 
on events outside Europe; while 
Chardonnet is entering a team of 
four Autobianchi All2 Abarths on 
the Monte Carlo Rally and seemingly 
will involve himself in this project 
during the year, specifically with 
regard to the French championship. 
He will also be aiming at the ECR 
for the second time with Darniche. 

Lancia will be engaging the ser- 
vices of Simo Lampinen for the 
Safari, and nationally they will be 
entering Mauro Pregliasco again 
(now recovered from the fearful 
accident which killed his co-driver 
last summer) while a programme 
for Tony Carello is under consid- 
eration, 

The company have further plans 
for the national rally championship, 
and in similar style to the very 
successful idea carried through by 
Ford in years past with the Mexico 
championship, Lancia are setting up 
an Autobianchi All2 70bhp Abarth 
championship, 

The aim is to encourage, and 
hopefully discover the best young 


drivers in Italy (it certainly worked 
in the UK) and the series has been 
designed both to promote the cars 
and to find the drivers. The basis is 
low cost competition and the All2s 
will be prepared only to G1 spec; 
a compulsory safety package com- 
pletes the equipment. The series will 
be held over Italian championship 
rounds, and Marlboro and Kleber 
are heavily involved. The cars use 
1050cc transverse engines and are 
of course FWD. 

Although economics play a part in 
the Lancia run-down (if one can call 
it that!) they have clearly realized 
that another WCR victory would 
contrive only to devalue the series 
further, and have thus left the way 
clear for Fiat to move in. The 
Abarth team have great plans for 
their 131 Mirafiori this year and in 
addition to four regular works cars, 
they are planning to supply all the 
necessary parts and equipment to 
Fiat importers in Finland, South 
Africa and France so that these 
‘dealer’ teams can run their own 
show. 


Makinen’s 
Finnish 131 


Timo Makinen has been signed 
to drive the Finland car, and his 
first event will be the Swedish KAK 
Rally, a WCR qualifier. Thereafter 
plans are not certain but one 
imagines that Finnish nationals, the 
1000 Lakes and probably the Lom- 
bard RAC are on the agenda! Fiat 
(France) will be running Jean- 
Claude Andruet also in the 131, 
and his first event will be the Monte 
Carlo Rally; while Fiat (South 
Africa) will be running ex-patriot 
Italian, Alcide Paganelli in the SA 
national championship. The works 
team will be entering all WCR 
rounds with cars for Alen, Verini, 
Bacchelli and latterly Simo Lampi- 


Markku Alen at high speed in his 131 over Great Orme on the RAC last 
month. 


nen. The foreign press currently 
seem convinced that Simo will be 
on the Monte Carlo Rally, although 
he explained to us in Turin just 
before Christmas that he would be 
unable to compete here as he was 
away recceing for the Swedish and 
that this last event would be his 
first for the new team. 

The 131s are currently still being 
developed, principally of course by 
Giorgio Pianta, and the Abarth 16- 
valve 2-litre engines will be giving 
around 225bhp on the Monte (they 
were giving 210bhp on the RAC), 
with more to come throughout the 
year. Torque has also been con- 
siderab'y increased lately with the 
use of a new exhaust system. 
Entered by OlioFiat as last year, 
the team will be in similar colours 
and present the strongest possible 
challenge to Ford’s aspirations in 
this field. The Fiat tends to be more 
stable than the Ford at speed 
because it understeers more, which 


a 
Timo Makinen—Fiat drives. 


gives it an advantage on tarmac, 
while its low weight negates any 
power disadvantage. The cars have 
proved tough and reliable, and with 
their independent rose jointed sus- 
pension and instantly adjustable 
links, are purpose built for the job. 

Finally at a most interesting 
informal Press conference held by 
Luca Montezemolo, who is now in 
control of Fiat/Lancia/Ferrari Pub- 
lic Relations, he mentioned that “we 
think we can be present in all major 
sporting fixtures around the World 
...” with a budget of at least 
£3,000,000 on which to do so, we 
— he is succeeding remarkably 
well! 


Busy year 


Simo Lampinen will be a busy man 
again this year. Besides his own 
business operations in Finland, he 
will be driving for no less than 
three rally teams. When we spoke 
with him just before Christmas, he 
was on the point of returning home 
and he told us of some of his plans. 
Simo will be once again involved 
with Saab (Finland) and a prog- 
ramme of seven events has been 
drawn up including the Arctic, 1000 
Lakes and five nationals, On the 
Arctic he will be in the familiar 
old 96 but the Finnish Saab team’s 
first 99EMS TwinCam is now run- 
ning, and Simo’s next event for them 
(in June) will be in a 99. Together 
with his new. Fiat and renewed 
Lancia ties, Simo is very much in 
demand next year. 
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Sunday’s RAC opener | - 


.. including Mikkola, a Stratos and new G1s | . 


This Sunday, the first round of the 
1977 Motor RAC rally championship 
gets underway as usual with the 
Newport Car Club organised Shell- 
Sport Dean Rally. Scrutineering 
takes place on Saturday between 
15.00 and 20.00 at Lex Wellsteeds 
garage as usual (171/3094891) and 
there will also be a session from 
06.00 on Sunday morning. There 
will be a reception and “social even- 
ing” (what can this possibly mean!?) 
at the Gateway Motel on Saturday 
night (171/360895); and at 08.30 on 
Sunday, the Mayor of Newport will 
flag off leading cars from the start. 
Lunch halt is at the Goodrich Ser- 
vice Station, Symonds Yat (situated 
on the dual carriageway between 
Monmouth and Ross on the A40 
(162/557183) where the first car is 
expected to arrive at 12.30. First 
cars are expected back at the Gate- 
way at least by 19.30, and the 
organisers hope to have results out 
by 21.00. 

After the dramas with spectators 
in the Forest of Dean during the 
RAC Rally, the organisers are even 
more determined to avoid any con- 
troversial situations and have pro- 
vided no less than six car parks 
which will assuredly provide more 
than adequate space for watchers. 
Between them, these six parks give 
access to no less than 20 of the 23 


Elsmore—G4? 


stages and the organisers stress 
that roadside and verge parking will 
be emphatically prohibited. Police 
will be handling these proceedings. 
Car parks admission charge is 30p. 

Despite no official Ford and Ley- 
land presence (with the exception 
of Pat Ryan in the Gl Dolomite) 
the entry list is most interesting 
and includes Hannu Mikkola at 
number One in the Team Toyota 
Europe Celica . . . or will it after 
all be a Corolla? We were unable 
to contact Ove Andersson recently 
and although the organisers have 
‘Celica’ written on the team’s entry 
form, we know there are plans to 
unveil the first of the 2-litre Shnitz- 
er-powered Corollas shortly. This 
car could be a veritable flier for it 
is nothing less than the 235bhp fuel- 
injected Shnitzer Celica motor, 
installed in the light and excellent 
handling Corolla shell. It seems 
that Team Toyota will be develop- 
ing this car in Britain during the 
year (certainly the best place to do 
it) and Mikkola will in any case be 
sure to set the early pace with 
Brookes. 

We gather that the Chequered 
Flag are intending to take the 
Stratos, a last minute entry which 
is seeded at 13 and will presumably 
be driven by Billy Coleman. 
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Colin Malkin is seeded at 11 in: 
Del Lines’ Century Oils TR7 and it 
is possible that at least the new car 
of one Gl debutante in the form of 
either Graham Elsmore (Thomas 
Motors RS2000); David Lang 
(Withers RS2000); or Malcolm 
Wilson (County Garages/Castrol 
RS2000) all of whom will eventually 
be contesting the championship, 
will make it. Presumably, if Els- 
more’s car is not ready, then he will 
be using his G4 car in which case 
he must be a great prospect for 
victory. 

Latest reports from Shepreth as 
we went to Press indicated that two 
of the new Chevettes will be taking 
part, although as Gerry Johnstone 
told us on Tuesday, “it’s going to 
be a bit of a cliffhanger.” Will 
Sparrow will, of course, be out in 
the ex-Tony Fall Gl Kadett. 

Robin Eyre Maunsell will be driv- 
ing Chrysler’s G4 car and an inter- 
esting entry is boosted by Jeff 
Churchill, Jim McRae, Drew Galla- 
cher, Piggy Thompson, David Stokes, 
Dave Grainger, David Lang, Gavin 
Waugh, Richard  [TIliffe, Gordon 
Batchelor, etc. Top ten is as 
follows: 

1, Hannu Mikkola/Arne Hertz (Toyota 
Corolla); 2, Penti Alrikkala/Colin Francis 
(Vauxhall ‘Chevette); 3, Russell Brookes/John 
Brown (RS1800); 4, Andy Dawson/Andy 
Marriott (RS1800); 5, ze Taylor/John 
Jensen Tony Drummond/Phil 
Short Chris Sclater/Martin 
Holmes (Vauxhall Sorvesteds 8, Paul Faulk- 
ner/Monty Peters (RS1800); 9, Will Sparrow/ 
Mike Broad (Opel Kadett GT/E). 

Over 90 miles of stages will be on 
the days’ agenda. 

CAR PARK A “BRACELAND CAMP SITE” 

MR_ 162/561130 gives access to: 

S3 Reddings 2 

S4 Maillscot 1 

S14 Reddings 3 

$15 Mailscot 2 

CAR PARK E 

MR 162/597137 ones & access vais 

S5 Sallowvallets 1 . ¢e 

$16 Sallowvallets 


yy 
CAR PARK _C “BEECHENHURST” 
MR lee ea ae access to: 
10.31 
15.33 


S6 Series 3 
ae Serridge 3 
ARK D “SPEECH HOUSE + eg 

mR Ag /6e81 230 gives access 3 

S8 Speech House 1 wee 22d 

$23 Speech House 4 16.47 

CAR PARK E “SPEECH HOUSE a" 
MR_ 162/625125 gives access i 

S9 Speech House 2 

Sll Kensley 1 ... 

$12 Serridge 2 

$17 Serridge 3 

$18 Kensley 2 . 

$23 speece Hou: 16. 
CAR K Fr “BOYS GRAVE” 
MR 63 /e25109%4 gives access to: 

S7 Russells . 


Latest Monte Carlo Rally news is 
that besides the major Italian teams, 
very little interest has been shown 
in the event by almost everyone 
else. For a reason which still escapes 
us, the organisers, having shortened 
the Concentration Routes last year, 
have lengthened them again for ’77, 
and perhaps as a result of cause 
and effect, the entries have stayed 
away. Nevertheless, the first round 
of the WCR championship boasts 
three 24-valve 285bhp_ Alitalia 
Stratos for Munari, Pinto and Dar- 
niche; while Fiat will have four (and 
possibly five) 131 Abarth Mirafioris 
competing; for Alen, Verini, Bacchelli 
and Andruet in the Fiat (France) 
car. If the foreign Press are to be 
believed, then Lampinen will also be 
making his debut for the team, 
although it appears more likely that 


Sodan Monte entries 


-.- mie ts 
the scene was the Tour of Eppynt which took place last Sunday. See over 


A scene for posterity . 


and our report on page 14. 


special stage 


not Scandinavia but South Wales; and 


Who drives for David? 


Has the Danielsson speculation been 
finally solved? When we spoke to 
Tony Fall just before New Year, he 
seemed cautiously optimistic about 
the chances of retaining the Swede’s 
services. “It looks as likely as any- 
thing can be” explained Tony, but 
we gather that Danielsson’s problem 
with regard to competing in England 
is that many of the rallies over here 
clash with Swedish championship 
rounds to which he is committed. A 
full season over here would mean 
giving up his Swedish licence, some- 
thing which in view of his ties with 
DOT (Sweden) etc, he is not pre- 
pared to entertain. There appear to 
be only two of our Home Inter- 
nationals.on which Danielsson can 
successfully consider. 

Since the other man after Daniels- 
son, David Sutton, was envisaging a 
concentrated programme of British 
events, hopes seem to have died 
with regard to negotiations over a 
Ford. . . .all of which leaves Sutton 
without a driver for next year, or 
does it? 

Yesterday was’ the date scheduled 
for the Ford Press Conference at 
which the company’s competition 
plans were officially announced to a 
band of journalists, and media men. 


he will do this on the Swedish. 

SEAT, who in November were 
expressing great interest in the 
Monte with regard to their new 
and purposeful 124 Especial, have 
co-driver problems as_ Ferrater, 
Canellas’ regular man, is retiring; 
and Petisco, who operates with 
Zanini, recently broke his leg in a 
motorcycle accident so they are at 
least one co-driver short. Their 
back-up man is Sabater. 

There are no Opel entries at 
present which means that neither 
Rohrl nor Nicolas gets a drive; and 
neither have any Gitanes Alpines 
been entered. 

Lancia importer Chardonnet is 
however entering a team of four 
Autobianchi A112 Abarths in Gl, 
and one of these will be driven by 
Claude Laurent. 


Traditionally Ford always retain 
something with which to surprise the 
assembled bunch of cynics, and we 
would be surprised if they had 
nothing to offer us this year, despite 
great efforts over the recent past 
months by a number of self-styled 
sleuths. 


As expected, neither Sutton nor Bore- 
ham told us too much, on Tuesday, 
so despite the fact that Aurosport is 
published on Thursdays, the final 
pieces in the jigsaw were not known 
when we went to Press. However 
there seemed no harm in a little 
speculation before we went to Press 
so we shall proceed. 


Working on the assumption that 
Boreham intend to strengthen their 
British involvement on every possible 
occasion when resources allow, and 
also that Sutton will be running a 
top line driver closely related with 
the Boreham effort (as has occurred 
in the past, at least in internationals), 
we telephoned Shell, Ford’s premier 
sponsor this year, and asked a spokes- 
man for the company how they felt 
about Ford’s major efforts being 
directed away from the - British 
market. 

It appeared that Shell were not 
too worried about this as of course 
Andy Dawson will be running in 
their colours and “ we're retaining 

our ties with Thomas Motors and 
Haynes of Maidstone who are doing 
a full British season with John 
Taylor.” However we gathered that 
our suspicions were not entirely un- 
founded when the spokesman went 
on: “but there are one or two 
interesting items which really ought 
to wait until Ford officially announce 
them.” 

The next step was clearly defined; 
a telephone call to Castrol, with 
whom Sutton has been closely re- 
lated for some time, was a necessity- 

. “we have not severed all our 
ties” a spokesman mentioned. . . “it 
depends on future contracts.” The 
operative word in this last piece 
could just have been all; and we 
expect Ford to announce some addi- 
tional bonus to the Brookes/Dawson 
front, particularly on home _ inter- 
nationals, which must involve Shell 
as a sponsor. We will be able to tell 
you how wrong we were next week! 


11 


CC SGC REE iE Conor my 
Round one aftermath |Secret Galway |—2..David Lang 


at FA : 
Above: Trying hard as always, 
Bernard Banning overcooks it on the 
fourth stage of the Tour of Eppynt 
as he gets the Withers Avenger a 
little too sideways. . . . Below: Could 


this be a roll for Bernard? Our brave 
photographer works on. 


Below: Bernard and co-driver Rob 
Parrott enlist help... . 


&. i 


The Peter Russek Tour of Eppynt 
provided a most momentus opener 
to the 1977 Castrol/AuTospoRT 
championship yet there were no 
leading retirements whatsoever. The 
highest seeded non-finisher was Paul 
Appleby’s Dolomite Sprint which 
started at number 30. Reg Mullenger 
reached the start but could not per- 
suade his car to run properly, a 
head gasket failure being suspected. 

Mike Rawson is still waiting for 
his crossflow engine which in turn 
is awaiting parts from Germany. The 
engine is being built up by Peter 
Kaye at DOT. 

We gather that Piggy Thompson 
has a tyre deal with Goodyear. 

Finally, promising starts to the 
new season were made by two quick 
young British drivers, Geoff Simpson 
and Steve Ward. These two finished 
fourth and sixth respectively; while 
Charlie Wood won his class in the 
up-to-16000cc G1 section with the 
Europat Avenger. Championship 
points after Round One are as 
follows: 
Drivers overall: Nigel Rockey 30; 
Graham Elsmore 28; David Stokes 
26; Geoff Simpson 24; Tony Fowkes 
22; Steve Ward 20; Richard Iliffe 
18; Piggy Thompson 16; Malcolm 
Wilson 14; Terry Kaby 12. 
Co-drivers overall: Derek Tucker 30; 
Stuart Harrold 28; Bill Andrews 26; 
Alan Simpson 24; Bryan Harris 22; 
Dave Orrick 20; Ed Morgan 18; Alan 
Greenwood 16; John Davies 14; 
Brian Rainbow 12. 
Group One drivers: Tony Fowkes 
20; Tery Kaby 18; Charlie Wood 16; 
Peter Clarke 14; Jon Midgley 12. 
Group One co-drivers: Bryan Harris 
20; Brian Rainbow 18; Mike Smith 
16; Phil Boland 14; Andy Bodman 
12, 
Huxford Liberated Ladies: Jill Robin- 
son 10; Chrissie Ashford 8. 
Lady co-drivers: Julia Richards 10; 


| Viv Chambers 8; Christine Proctor 6. 


Classes 
Class 1—G1 up to 1600cc 


| Charlie Wood 10; Bernard Bunning 


8; John Llewellin 6. 
Class 2—G1 over 1600cc 
Tony Fowkes 10; Terry Kaby §; 


| Peter Clarke 6, 


Class 3—G2/5 up to 1300cc 

Bob Fowden 10; Roy Withers 8; 
Skip Brown 6. 

Class 4—G2/5 up to 1600cc 

David Grainger 10; Ian Beveridge 8; 
Richard Chambers 6. 

Class 5—G2/5 over 1600cc 

Nigel Rockey 10; Graham Elsmore 8; 
David Stokes 6. 


» not quite fast enough however as Jill Robinson interrupts their efforts. 


Turn to page 16 for the final instalment. 


We gather that after all the wrang- 
ling, the CSI have given the organ- 
isers of the International Galway 
Rally permission to run the event 
with a _ secret route—a- decision 
which will undoubtedly please most 
people as well as saving them con- 
siderable sums of the folding stuff, 


It’s official—1 


County Garage, Ford Main Dealers, 
announced their 1977 Rallying Pro- 
gramme recently. As we have pre- 
viously stated, Malcolm Wilson is to 
contest the RAC/Motor Group One 
Championship in an RS2000 under 
the County Garage banner. The pur- 
pose of the exercise, of course, is to 
win the Group One Championship 
and put Malcolm Wilson, County 
Garage and Cumbria on the map in 
the biggest possible way. Malcolm’s 
co-driver will be John Davies; his 
car will have lubrication and addi- 
tional sponsorship from Castrol. The 
car will be painted in Malcolm’s 
favourite orange, with the familiar 
red and green Castrol stripes and 
blue County Garage lettering—should 
be easy to spot at least! The car 
is being prepared in co-operation 
with the Ford Competitions Depart- 
ment at Boreham, and may make its 
first appearance on the Tour of Dean 
rally on January 8. 


Grainger’s TR7 


David Grainger, the 29-year-old 
Tal-y-Bont based dairy farmer, is to 
contest the Castrol/AuTosportT Rally 
series with Lyn Jenkins in a Triumph 
TR7. It is not expected the car will 
be ready for at least a couple of 
months, and in the meantime 
Grainger will use his existing Escort, 
which he has already sold but is 
retaining until the TR7 is finished, 
tested and ready for action. 


Leyland Cars are supplying Grain- 
ger with a shell, and the entire car 
will be built up to works specifica- 
tion at the premises of Merion 
Motors of Aberystwyth, who are 
Leyland distributors for Cardigan- 
shire. Merion, with Cambrain Tyre 
Services, are providing the main 
sponsorship for the season. The lat- 
ter company has supported Grainger 
for the past two years. 


@ Regulations are now available for 
the Lombard-Esso International Scot- 
tish Rally which takes place between 
June 4/7 and as we have described 
before, is once more based in Avie- 
more. The address for all corres- 
pondence is: the Secretary, Lombard- 
Esso Scottish Rally, The Royal 
Scottish Automobile Club, 11 Blyths- 
wood Square, Glasgow G2 4AG. 
Telephone is 041-221 3850. 


@ We gather that Magard Ltd have 
now been appointed by Vauxhall 
Motors to take over the Dealer Team 
Vauxhall Sportpart operation as 
from January lst. The company’s 
address is 372 East Park Road, 
Leicester LE5 5AY. 


@ GKN-SPA, Britain’s largest whole- 
sale cash and carry for the motor 
trade, will be sponsoring Chris 
Field’s Chrysler Avenger GT in the 
1977 RAC Group 1 Rally Champion- 
ship. 

Chrysler are giving works- 
assistance to the team which is also 
supported by Dunlop and Elliott’s 
Car Accessories, Coventry, one of 
GKN-SPA’s biggest customers. 


and Withers 


David Lang and Withers of Winsford 
are now able to confirm their spon- 
sorship agreement for the 1977 
Motor RAC Rally Championship, 
including seven international rallies. 
David will be driving a works Group 
One RS2000 which will be prepared 
by David Sutton (Cars) Ltd. David 
brings the total of drivers of different 
nationalities who have competed for 
the Winsford Rally Parts specialists 
to eight. On one of his rare visits 
to London this week Cal Withers 
confirmed that his choice of David 
Lang was not only influenced by his 
undoubted potential as a driver but 
also an overseas driver and a Group 
One RS2000 fitted in nicely with 
the company’s marketing policy 
which involves exporting to countries 
all over the world, including, of 
course, Australia. First event for the 
new partnership will be the “ Shell- 
Sport Dean” on January 9 and 
David will be taking (international 
co-driving sensation) Mike Greasley 
as co-driver. 


Subject to the availability of a 
suitable car and confirmation of 
negotiations with the organisers, Cal 
also hopes to send David to compete 
in the Portuguese Rally, an event in 
which the Winsford Rally Team has 
now competed in ten times, notching 
up numerous group and class wins 
as well as best British awards. 


—3..Elsmore 
and Panesco 


Panesco Limited, the distributors of 
the Malpassi Filter King fuel pres- 
sure regulator, have formed a com- 
petition department under the direc- 
tion of their technical consultant, 
Anthony Matthews. 


The new division is to be known as 
“Team Filter King.” Following Filter 
King’s successful venture into rally- 
ing in the 1976 Lombard RAC Rally 
in which several leading competitors 
used Filter Kings, Team Filter King 
has announced that it will be co- 
sponsoring, in conjunction with Team 
Avon Tyres, the RS1800 of Graham 
Elsmore and Stuart Harrold which 
will contest the 1977 Castrol/ 
AUTOSPORT rally series and, possibly 
some Overseas Internationals. 


Throughout 1977 Team Filter King 
will also be offering trade bonuses 
to drivers using Filter Kings. Further 
details can be obtained from the 
Competitions Secretary, Sue Roberts, 
Team Filter King, c/o Panesco 
Limited, 4 Golden Square (3rd 
Floor), London, W1R 3AD. Telephone 
01-734 2817. 


@ Polski Fiat will be running G4 
125P rally cars this year with either 
1600 or 1800 Abarth engines. Jussi 
Kynsilehto will be competing on the 
Marlboro Arctic, the Safari, the Gulf 
Tulip, Acropolis, 1000 Lakes and 
RAC Rallies with one of these cars. 


@ Regulations are also now available 
for the KAK International Swedish 
Rally on February 11/13. Both 
practising and pace notes are back 
once again for the Varmland forest 
areas where the rally is being run 
this year. There are 736 kms of 
stages. Information from The Inter- 
national Swedish Rally, Fack, S-103 
20, Stockholm, Sweden. 
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Rockey’s return 


Novel conditions curtail Tour of Eppynt after 
all-night snow clearing operations—Rockey’s 
experience wins the day—Report : MARTIN 
HOLMES—Photography : HUGH BISHOP 


Everyone at Eppynt or the nearby 
forests last Sunday will recall that frozen 
epic long after other events in the middle 
seventies have faded from memory. The 
organisers who toiled endlessly to plan 
and promote an event which would work, 
the competitors who slipped and slithered 
in their cars at speeds of less than 10 
or 15 miles an hour, the spectators who 
stood in the wilds under a still, cloudless 
sky. For all of them the Peter Russek Tour 
of Eppynt will long remain in their minds. 

As for the actual competition, late entry 
Nigel Rockey started at number 13 and 
after a first-stage off-road excursion, 
pulled steadily back and eventually won 
by 14 seconds from Graham Elsmore— 
whilst David Stokes completed the top 
trio. Tony Fowkes in that amazing 
Mercedes won the Group 1 category—and 
finished fifth overall! 

The event started on Sunday morning 
and was originally scheduled to run into 
dusk, but after some early morning 
delays the rally was eventually ended 
when darkness fell. Nobody complained 


at the early finish or the shortened route. 

The Tour of Eppynt (nobody can say with any 
authority how many “p”s there are in Eppynt, 
the maps say two and the organisers say one), 
is an event which has grown haphazardly over 
the years. In the mid-’60s it was the definitive 
rally to use the famous Welsh army ranges. 
Countless rallies used these tarmac roads at some 
time or other during the events, but the Tour 
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used only Eppynt — in daylight when the hazards 
were there for all to see. Being a summer event 
it was a most pleasant social occasion. 


When the army needed the ranges more and 
more, it became impossible for most rallies to 
suspend their route planning to comply with the 
short notices offered by the army authorities, and 
Port Talbot Motor Club picked for their event the 
only day the army could ever guarantee the 
ranges would be free— Boxing Day! So it be- 
came a winter event, but ever since the turn of 
the past decade Boxing Day has been fine. This 
year is was possible to hold the event one week 
later and the weather suddenly turned, with a 
vengeance. 

Despite gradual but constant road building in 
the ranges, one of the big troubles facing the club 
in the demand for upgrading the importance of 
the Tour, was the impossibility of holding an 
orthodox non-stop event. An event which only 
used Eppynt needed long hold-ups between stages. 
A decision was taken a few years ago to include 
forest stages as well as the tarmac roads, thus 
denying rallying the chance of a unique all-tarmac 
stage event. 

Meanwhile, other pressures were mounting, 
though whether the organisers were completely 
aware of their significance is uncertain. Pacenotes 
were becoming rapidly outlawed by the RAC, 
and there was a small but distinct sector among 
the drivers who knew Eppynt perfectly. People 
like Tony Fowkes were capable of making FTDs 
on events like the RAC by huge margins. On 
the past two Tours, Fowkes had, in fact, run 
away from the oppositicn. If you ban pacenotes, 
such an advantage becomes magnified. Hence 
the inclusion of the forests would help to even 
this bias out. This year was the first when pace- 
notes were banned completely: the organisers 
being prepared to make spot-checks until over- 
come by more pressing route-alteration work. 


In point of fact the packed ice and frozen 
snow made car control much more a pre-requisite 


for success than knowledge of the stages, 
although Fowkes in his borrowed Mercedes had 
one FTD at Eppynt—and another on the Half- 
way forest stage, the greater proportion of which 
was on a track never before used! 

Anyone who recalled these icy events at the 
end of the ’60s and early ’70s will remember 
that they provided Nigel Rockey with his first 
important successes. An unknown Bristolian 
starting from around the 30s position had sud- 
denly won the Seven Dales, he had also almost 
won the Norwester. Then when the Mexicos 
came along it was he who proved unbeatable 
whenever the going was greasy or icy. Suddenly 
his name appeared on the entry list amendments 
for the Tour of Eppynt. After the snow of the 
previous day, this event was surely to be his, if 
it was to be held at all. 

For sure some portions of the original route 
would be out. The “new” Eppynt road (that 
which runs to the north of Merthyr Cynog 
village, hardly new but still thought of as such) 
was passable for a slow-moving army vehicle, but 
with its steep gradients and the threat of icing, 
this was an Obvious casualty. Then the proposed 
Economic Forestry Group stages off the Aber- 
gwesyn mountain road, really high by British 
standards, were more suspects, whilst the Dinas 
stage near Llanwrtyd Wells, scene of an accident 
last year when a car went down one of the steep 
drops, was another inevitable loss. 

But how the club and their friends worked to 
ensure that the other stages could be held! 
Dilwyn Williams of Builth Wells used one of his 
ploughs to clear away the snow from the roads at 
Eppynt in temperatures well below zero. Peter 
Buckley of the Economic Forestry Group did the 
same to clear his forest sections, The start was 
postponed an hour, and eventually shortly after 
9.30am the rally was “on.” 
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Tony Fowkes was offered number one slot. 
Visions of a massive German limousine blocking 
the route irretrievably haunted everyone, but to 
the surprise of many, he accepted that challenge ! 
It was difficult to know which would prove the 
greater handicap, the Mercedes’ 1700kg weight 
or its 225 horsepower, Fowkes obviously knew 
things about that car which others didn’t. Behind 
him came a horde of Escorts. Some were familiar, 
some were in new surroundings. 

David Stokes had the ex-Brookes Castrol ’76- 
winning car; Elsmore had his new RS1800 first 
seen on that event; Piggy Thompson his used 
RS1800 ; and George Hill made a welcome return 
with his Martins Magnum Coupe. For him, the 
Magnum is fast outstaying its welcome. He is 
depressed with the car and looks forward to the 
moment when a Chevette is ready. The depression 
was to deepen. 

Richard Iliffe followed in his usual RS1600, 
then came Malcolm Wilson in the ex-Billy Cole- 
man RS1800. After that we had Willy Crawford ; 
David Grainger’s Escort TC; Frank Pierson and 
Geoff Simpson’s RS1600s, Jeff Churchill in an 
Avenger. Rockey took the vacant number 13; 
Robert James had Sclater’s RS1800, Steve Ward 
and Norman Harvey with similar cars, and so 
forth. In Group One, Churchill was in the over 
1600cc class with his Avenger, as was Chris 
Lord, Terry Kaby, Paul Appleby, John Rhodes, 
Jon Cleary, Steve Smith among others (including 
Jon Midgley down at 58), while in the smaller 
class we had Bernard Banning and Charlie Wood. 
I seldom have much idea at the start of an event 
who will eventually achieve the ultimate victory, 
but this time I just couldn’t help thinking about 
Rockey. So many drivers have only started rally- 
ing in the past few years, years of comparative 
mild weather, years when few rallies have ever 
had snow and ice. Even folk like Andrew Smith, 
down from Ayr, had never driven on the stuff, 
ever! Perhaps it would be a day for experience 
more than youth ? 


RALLY 


SS ee eee 
As the cars left the Abernant Lake Hotel for 
their untimed run out to the first special stage, 
over lanes with hardly a spot of tarmac showing 
through the frozen snow, the crews knew little 
about the format of the rally. They were told 
that the first four stages would be held, these 
consisted of Eppynt (all tarmac, not that this was 
at all relevant) and the forest stages at Halfway, 
Crychan and Clynsaer. Following this section they 
were to return to the hotel for further Briefing. 


In conditions reminiscent of Scandinavia, Robin Farrington scrambles round a square right. 


Each of the morning stages saw further delay, 
mainly because of the difficulty of the marshals 
driving down the stages to open them officially. 
But finally the Tour of Eppynt was on. Fowkes 
slithered away from Tirabad towards the first of 
hundreds of hazardous bends. He coaxed the 
lumbering car through the narrow bridge and 
headed off over the brilliantly white moors. Char- 
lie Wood in the Europat Avenger found his brake 
pipe had severed as he gently slowed for this 
bend, but luckily found a safe piece of scenery 
on which to land. Nigel Rockey went off farther 
down the stage for a half-minute and countless 
others simply slid off into the crowds of spec- 
tators who waited like wicket-keepers for the 
chance of pushing them back on their way again. 
Elsmore was quickest by nearly a quarter-minute 
from Stokes, with Fowkes an unbelievable third. 

The sight of the huge black Mercedes soon 
became a widely-featured topic of conversation. 
Not just the car, nor indeed the speed — but the 
driving lines that Tony took. He explained after- 
wards that sometimes weight can help. He could 
afford to stay out of the packed-ice ruts which 
others could not do, since the sheer weight on 
the tyres gave him extra grip on the softer snow. 
But that Mercedes had another feature that most 
people thought would spell its doom—automatic 


transmission. Bryan Harris said that Tony had 
developed a method of driving with the gears in 
hold, and this produced better times as the rally 
progressed. Whereas Tony was enjoying some 
grip— even to a very relative degree — others 
were not. The worst casualties seemed to be 
Goodyear Ultragrip users—the narrow types. 
The “‘Hakka”-type users were fine; drivers like 
George Hill particularly wishing he had some. 
Paul Appleby was absolutely nonplussed. John 
Fergusson’s identical Dolomite Sprint walked up 
hills when Appleby’s Kleber-tyred car just ground 
to a halt. Avons, with their winter tyre, were 
excellent as well. With four stages due to have 
been run, the officials at the hotel feverishly 
planned the afternoon’s sport, fearful that the 
competitors would arrive at any moment and 
demand their next route card. They were late 
coming; 10 minutes, 20 minutes, half-an-hour. Not 
a sign of a rally car! 

Back at the service halt following Clynsaer 
stage, the fourth one, anxious and slightly 
bemused mechanics and friends waited as well. 
Then, an hour behind time, the cars arrived—or 
at least some of them. As soon as each car 
appeared came fresh stories of terrifying near- 
misses and near-accidents, all experienced at less 


The sensation of the rally (below) was Tony Fowkes in the seemingly totally unsuited automatic Mercedes 450 SLC. He won G1 and finished fifth overall. 
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Che Simpson brothers were rewarded with fourth overall after a steady drive. 


han 30 miles an hour. Some eventually transpired 
o be almost serious. Frank Pierson arrived 
hhamefaced with a dented roof, the result of his 
econd inversion in two rallies. This one was 
ibsurd, within sight of the finish of stage four. 
‘ernard Banning had an accident farther back 
lown the track, nearly running down Auvuro- 
‘PORT’s photographer Hugh Bishop as the car 
ipped upside down as slowly as it takes to type 
am , i . 


’ 


this story. Banning had brought down Jill 
Robinson and Rob James, both of whom left 
the road trying to avoid his car, Steve Smith 
arrived to report that his General cross-ply 
tyres were perfect for the conditions, and to 
announce he had wronged a spectator by swearing 
at him when he had gone off the road, The 
luckless Welshman wanted a screwdriver, but 
Smith was more concerned to find his engine had 


oe, “ag iat e. — 


‘ : 


bove: Just one of a multitude of incidents during the day. Jill Robinson finds herself stuck in the 
pposite ditch while avoiding Banning’s Avenger. Below: After an excellent morning, Richard Iliffe 
‘ent off twice in the afternoon, dropping to seventh. 


stalled and would not restart. When he had 
despatched the unrequired helper with verbal 
expletive, he discovered the reason why the car 
would not restart. The exhaust was blocked with 
mud and snow and it required a screwdriver to 
clear it! His Bond of Pocklington teammate, 
Steve Ward, was doing well, despite his first-ever 
rally on snow. Positions at this point, which 
eventually transpired to be the halfway point, 
were as follows: Elsmore 950, Rockey and Iliffe 
966, Ward 972, Stokes 992 and Thompson 1003. 

At the hotel the competitors were told to 
repeat the stages they had just tackled, then go 
north to attempt Nant-yr-Hwch and finally make 
the first three of those four stages again. It was 
becoming obvious that the rally would run into 
night, and gradually the lot of the poor marshals, 
stuck through devotion to their posts, seemed 
likely to turn out to be a decidedly cold and 
unhappy one. Furthermore the stages were 
gradually glazing over, and even if the front 
runners could make the southern group of four 
stages for a third time, certainly the backmarkers 
would have plenty of trouble. For one thing, it 
was unlikely that many spectators would be 
willing to stay to watch the fun. 

Fowkes never worried, he was getting right 
into the groove. He kept on the road to make a 
fantastic fastest time at Eppynt 2 and then again 
at Crychan 2. He was currently lying second in 
Group One behind Kaby and was out to overtake 
the Dolomite driver. As much as he began to 
enjoy himself, so miseries set in elsewhere. Jill 
Robinson had the rear brakes jam on, frightening 
enough with a 230bhp car in the dry, heartstop- 
ping on ice. She had John Gittins beside her, 
instead of Pauline Gullick, so at least she had 
some ready manpower installed for a change. 
Every now and again the car would lurch to the 
side, and John would have to exit simply to push 
the car straight again. Jon Midgley was getting 
used to his Escort, and on Crychan 2 started to 
go really well, overtaking three cars before slid- 
ing off the road—for four minutes ! 

At Halfway 2 there were amazing scenes, 
David Stokes reckoned that he lost what could 
have been victory by flying off at one notorious 
bend, a real no-hoper. George Hill had only his 
front brakes working and was forever nosing off 
the road, while Stokes had gearbox trouble when 
he lost first and reverse, a serious problem when 
at least once a stage drivers were sliding off 
somewhere. Chris Spree went flying off the road 
at Halfway 2, landed on his roof, and was 
toboganned down the hill, still-on the roof, by 
spectators. At the bottom of the hill the spec- 
tators righted the car, where the driver was able 
to reach another road which then led back to 
the stage .. . total time loss, 14 minutes. Richard 
lliffe, after an excellent morning, went off twice, 
for a total of two and a half minutes; enough to 
fall from first or second—to seventh, while even 
the reliable Elsmore lost just under a minute 
total, in two excursions. 

After the four stages had been repeated, 
Fowkes and Iliffe made their way to Nant-yr- 
Hwch and found a beautifully smooth, snowy 
stage, but the other cars were told not to bother. 
There would surely be trouble with cars passing 
and re-passing on the narrow access road, which 
was being used to and from the stage, and 
perhaps to everyone’s relief the rally was finished 
there and then. It was now dark, and under a 
still, cloudless sky it had suddenly become 
bitterly cold. 

The Tour of Eppynt will be remembered a 
long, long time. Nigel Rockey had pulled up 
from his first-stage delay to take the lead after 
the fifth stage. After a bad time on the seventh 
he very nearly let Elsmore take it back again 
but he rose to the occasion, put up fastest time 
on the eighth, and clinched the event. 


Tour of Eppynt January 2, 1977 


D. Stokes/B. Andrews (RS1800) 2148; 

G. Simpson/A. Simpson (RS1600) 2204; 

5, T. Fowkes/B. Harris (Mercedes 450 ae} 2238; 

S. Ward/D. Orrick (RS1800) 2241; 7, R. lliffe/E. Morgan 
(RS1600) 2247; 8, D. Thompson/A, Greenwood (RS1800) 
2254; 9, M. Wilson/J, Davies (RS1800) 2267; 10, T. Kaby/ 
B. Rainbow (Dolomite Sprint) 2448. 

Group One 
1, T. Fowkes/B. Harris (Mercedes Benz 450 SLC) 2238; 
2, T. Kaby/B. Rainbow (Dolomite Sprint) 2448. 
Stage Times 
Eppynt 1: 1, ae ae 5 ees 350; 3, Fowkes, 353 ; 

4, Thompson, 35, e, ' 

Halfway 1: 1, Elsmore, 220; 2, Simpson, 227; 3, Rockey, 

228 ; 4, Thompson, 235; 5, Kaby, 238. 

: 1, Wiffe, 291; 2, Rockey, 295; 3, Elsmore, 301; 

» Simpson, 307 ; 5, Stokes, 311. 

Clynsaer 1: 1, Ward, 74; 2, Wilson, 75; 3, Rockey, 79; 4, 

Batchelor, 81; 5, Kab: A 

"1, Fowkes, 406; 2, Rockey, 429; 3, Stokes, 442; 
4, Pierson, 446; 5, Elsmore, 450. 


eae 2: 1, Fowkes, 

51; 4, lliffe and Rockey, 361. 

Clynsaer 2: 1, Rockey, 84; 2, Wilson, 90; 3 (equal), Eaton 
and Watts, 96; 5, Stokes, 98. 
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Nick Whiting leads the ShellSport Escort field along top straight at Brands 
Whiting took his 30th win of 1976 by taking victory. : 


BRANDS HATCH 


at the Christmas event. 


Tragic end to season 


Number one was the number to have at 
Brands Hatch on the Monday after Christ- 
mas, for cars of that number claimed four 
out of the six races. On a cold, blustery 
day which failed to deter the paying cus- 
tomers or heat up the tyres, Nick 
Whiting, Mike Franey (debuting a new 
modsports Porsche), Frank Bayes and 
Gerry Marshall took victories wearing the 
premier number, while the final two race 
winners were Syd Fox in his old FF2000 
Palliser and Val Musetti in his rebuilt 
F2 March. Both Musetti and Marshall had 
runaway victories, the latter lapping all 
but John Homewood in the special saloon 
event which was plagued by damaged 
machinery and shunts. The Formula Ford 
race was another with an unfortunate 
accident, the race having to be stopped 
after Bristolian Michael Giddings went 
off out of Graham Hill Bend and rejoined 
across the track, to be rammed by Dave 
Bell’s ex-David Kennedy Crossle. Giddings 
was trapped in his car for nearly half an 
hour and was taken to hospital with con- 
cussion, lung and neck injuries from 
which he died that night. Despite the 
delay, racing was over by 3.30 and the 
BARC did well to run off the programme 
in minimal time. 

The opening event was for the top twelve drivers 
in the ShellSport Gold Star awards scheme, 
racing ShellSport Escorts. Nick Whiting showed 
that he’s an expert in special saloon or produc- 
‘tion Escorts by putting his car on pole and lead- 
ing almost throughout, despite an early chal- 
lenge by John Brindley who led but briefly on 
the first lap. However, Whiting quickly got it 
back for his thirtieth win of the season. 
Brindley was left a few seconds behind Whiting 
to hold off a very strong challenge by John 
(Porsche) Cooper who used to rally an Escort, 
but Brindley held him off, and in turn, the mod- 


sports man had to hold off Formula Ford driver 
Jim Walsh, who, with no backing for a drive 


next year, was having what he reckoned to be his 
last drive in 1976 and 1977. Despite his lack of 
saloon experience, he put on a good show to 
head home Brands and saloon expert John 
Homewood, who’d made a poor start from the 
front row but held off saloon expert, Mini man 
Peter Baldwin after modsports driver Ian Hall 
spun out of sixth on the third lap. 


Hall was out in his Mini Jem on the front 
row of the modsports race, sharing it with two 
former modsports drivers making a return to the 
formula: Bob Jarvis on pole having bought back 
Pat Longhurst’s old Davrian, and former E-type 
driver Mike Franey in a brand new 3.0 Carrera, 
new to this country anyway having been rallied 
in Spain, Franey took off from the line as 
though no one was going to get near him, but 
into Clearways, the Porsche wasn’t so happy 
and that allowed Jarvis to close right up again. 
Then the Porsche would roar away again only for 
Jarvis to close up yet again. It didn’t last long 
though for Jarvis pitted with a mysterious cut- 
ting out to retire on the third lap, and victory 
for Franey and his beautifully prepared Maltin 
Car Concessionaires Porsche was certain. Ian 
Hall kept up the chase, but lls behind at the 
end pursued by Geoff Lynn’s Lowther Baker 
Racing Davrian, the only one to survive. Dave 
Mercer brought his ex-Jenvey Elan into fourth 
despite a misfire while fifth was Richard Oliver’s 
Midget, the final unlapped runner, 

Peter Lawrence again put his elderly Royale 
RP3 to good use to head the Formula Ford grid 
around on the first lap, closely followed by Miki 
Dee’s Hiwatt Van Dieman, poleman David 
McClelland and Frank Bayes. But then carnage 
erupted on the bottom straight and the race 
was stopped to extract Michael Giddings from 
his wrecked car. Three more cars were damaged 
at the same place in restart, but by this time, 
Miki Dee was leading the bunch from Lawrence 
who then got into a spot of bother so that Dee 
had a nice little gap to McClelland, Don 
MacLeod’s *77 Van Diemen, Lawrence and Ed 
Johnson’s Arrow. By the next lap, it was all 
change as MacLeod lost many places at Clear- 
ways with a bold overtaking manoeuvre by Roy 
James, so that the Van Diemen driver dropped 
to tenth a lap later. Meanwhile, Frank Bayes had 
taken advantage and nipped into third, slowly 
demoting his adversaries to take Dee on lap six, 
whereupon the latter spun, so that Bayes ran out 
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the winner from McClelland, Lawrence and 
James, all close together with Mike (Image) 
Taylor next from the recovered MacLeod. 

With Nick Whiting having sold his Escort in 
Scotland, it was all down to who would come 
second in the special saloon event, for Gerry 
Marshall just took Baby Bertha off into the dis- 
tance. However, his efforts to lap the whole field 
weren’t made easy for yellow flags blossomed 
around the track after the first lap. It didn’t 
look good when Peter Baldwin’s 1.3 Mini 
wouldn’t start from the front row, and it wasn’t 
clever of the man behind him, Fred Hall, to shunt 
him straight away, although both continued. 
Then there was a two car punch up at Paddock, 
and three more, including Hall (Capri), Brian 
Davison (Firenza) and Derek Foy came together 
into Graham Hill Bend. Somehow Gerry, pur- 
sued by the dicing 1.0 Imps of John Homewood 
and Pat Mannion managed to avoid it all but 
only Gerry and Homewood managed to survive, 
for after leading Homewood for four laps, when 
Homewood got by, Mannion promptly spun into 
Paddock trying to get it back again. Baldwin 
came charging back through the field to take 
third, but lapped, from yet another Imp, that of 
Alan Wood which diced with the 1.3 Anglia of 
Mike Chittenden and the 850 Mini of Peter Day 
throughout. 

Despite the presence of the slower Formula 
Fords to enliven lappery, the FF2000 was rather 
processional and with rather a small entry, not 
very interesting. Syd Fox led the field through- 
out in his Palliser with Rick Morris having a 
run in Andrew Peach’s Ray second, not far 
behind, with David MacPherson challenging 
hard towards the end. But there were no place 
changes. Peter White kept up the chase in 
fourth throughout in an Elden, but the similar 
former Divina Galica car of Frank Bradley 
dropped with a spin early on, so that Martin 
Berrow-Johnson just beat the Ken Hensley 
Racing Dulon of Neil Betteridge into fifth. First 
of the FFs was Vern Parker who led them 
throughout. 

Not surprisingly, Val Musetti showed a clean 
pair of heels to the whole of the libre field in 
his newly bodied and tubbed March 752—‘“I’ve 
painted it the same colour as the 3.4 March so 
that you can’t tell which one I’m driving ... or 
pranged,” said Val of his new pristine car. 
Despite a cold track which allowed no heat to 
the tyres, he disappeared into the distance and 
lapped all but the next five. Ronnie Grant had 
his mirrors full of fellow SuperVee man Mark 
Litchfield throughout but hung on to second after 
they both demoted Adrian Russell’s Atlantic Lola 
to fourth on the first two laps. Martin Berrow- 
Johnson finished fifth for the second race run- 
ning, while Mike Ford took sixth in his FF2000 
Hawke in front of sundry underpowered or 
simply slow machinery. Not a good finish to an 
otherwise reasonable day. 


BOB CONSTANDUROS 


H Nick 
Gold Star ShellSport Escorts (10 taps): 1, N 
wfttng an Bs, Seat feet hers a5 Jo 
John Cooper, 10m .2s; 4, Sat 37 i ee 
Homewood, 10m 57.2s; 6, Peter Baldwin, m eek 
3 R Ish, Cooper, Homewood, 1m 4s, .70mph. 
a ow cars over 2000cc, 150lcc to 2000cc, ee 
to 1500ce and up to 1150cc (10 laps): 1, Mike Franey Ae 
Porsche Carrera), 9m 20s, 77.37mph; 2, lan Hall (1.4 , 
Jem Mk 2), 9m 31.2s; 3, Geoff Lynn (1 Mit 
Qm 45.4s; 4, Dave Mercer (1.6 Lotus Elan), 9m 50s. wn 
2000cc: 1, Franey, 77,37mph; Tony Wingrove (2.7 Pod 
Carrera); no other starters. Fastest lap: Franey, ‘ Ss, 
79.36mph. 1501ce to 2000cc: 1, Mercer, 73.44mph; 2, = 
Marshall (1.6 Lotus Europa); 3, Dennis Murphy (1.6 Lancia 


lap: Mercer, 56.8s, 76.28mph. 1151cc_ to 
Fubvia). Fastest, 5.86mph; 2, Richard’ Oliver (1.4 MG 
Midget); 3, Barrie Mutlow Healey Sprite). 
Fastest lap: Hall 


, 55.2s, 78.50mph. Up to 1150ce: 1, Geoff 


, 9m 2.8s, 79.83mph; 2, 
Neil Brown 30F), 9m 4.6s; 3, Peter Lawrence bog 
Rowland RP3), 9m 5.2s; 4, Roy James (Royale-Smith RP21), 
9m 5.4s; 5, Mike Taylor (Image-Minister FF2B), 9m 12.6s; 
6, Don Macleod (Van oem eee 77), 9m 14.8s, 
Fastest lap: Bayes, 52.4s, 82.69mph. 

‘Special Peeionna over 1300cc, 100lcce to 1300cc, 85icc to 
1000ce, up to 850ce (10 laps): 1, Gerry Marsha'l (5.0 Vaux- 
hall-Firenza Repco), 8m 42s, 83.0l1mph; 2, John Homewood 
(1.0 Sunbeam Imp), 9m 26s; 3, Peter Baldwin (1.3 Austin 
Mini Clubman), 9 laps; 4, Alan Werod (1.0 Hillman tmp), 
9 laps. Over 1300cc: 1, Marshall, 83.0lmph; 2, Edward Punt 
(2.0 Ford Escort); 3, John Pope (5.3 Vauxhall Magnum 
Turbo). Fastest fap: Marshall, 50.4s, 85.97mph. 1001cc to 
1300ce: 1, Baldwin, 72.95mph; 2, Mike Chittenden (1.3. Ford 
Ang'ia); 3, Mick Davies (1.3 Transpeed Cooper S). Fastest 
lap: Baldwin, 53.4s, 81.14mph. 85lcc to 1000cc: 1, Homewood, 
76.55mph; 2, Wood; 3, Mike Scott (1.0 Ford Anglia). 
Fastest lap: Homewood, 54.4s, 79.65mph. Up to 850cc: 1, 
Peter Day (850 Austin Mini), 72.l6mph; no other finishers. 
Fastest lap: Day, 57.8s, 74.96mph. 

Formula Ford 2000 and consolation Formula Ford (12 
laps); overall and FF2000: 1, Syd Fox (Palliser-Holbay 
LRL276), 10m 15.4s, 84.49mph; 2, Rick Morris (Ray-Scholar 
762), 10m 16.6s; 3, David MacPherson (Dulon-Nelson MP19), 
10m 16.85; 4, Peter White (Elden-Neil Brown Mk 18), 10m 
22.4s. Fastest lap: Fox, 50s, 86. . Formula Ford: 1, 
Vern Parker (Elden-Minister 10C), 75.46mph; 2, 
(Van Diemen-Scholar 5 Bradley 
Rowland RP21). Fastest lap: Bradley, 55.2s, 78.50mph. 

Formule Libre (10 laps): 1, Val (2.0 March- 
Swindon 752), 8m 38.2s, 83.62mph; 2, Ronnie Grant (1.6 
Taurus-Rolt M24), 8m 51.4s; 3, Mark Litchfield (1.6 Elden 
PRH19), 8m _ 51.6s; 4, Adrian Russell 
T460), 8m 55s; 5, Berrow-Johnson (2.0 Paliiser- 
Piper LRL276), 9m 9.8s; 6, Mike Ford (Hawke-Holbay 
DL16), 9m 28.4s. Fastest lap: Musetti, 50s, 86.66mph. 


Lo'a-Swindon 
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Above, Peter Collins endeared himself to British crowds with his fearless handling o 
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Snetterton. Below right, Peter Collins in the pits with Tony Brooks at Aintree in 1957. 


Peter Collins: it's 
got to be fun 


NIGEL ROEBUCK outlines the career of one of the most popular 


British racing drivers of the ‘fifties 


Remembering Peter Collins is a sad task. 
Sad not only because it calls to mind 
the loss of a great British racing driver 
but also because one thinks in terms of 
the loss of a great British era. The ’50s. 
I was a kid then, and everything in life 
seemed good, when a foot was nothing 
more than a third of a yard, a Healey 
merely one half of a sports car... . 
Memories of motor racing are a distant 
blurr of duffle coats, oil-masked drivers, 
picnics, John Bolster interviewing Jean 
Behra for the BBC. . . . Of course, inevit- 
ably one remembers the good things, for- 
gets the bad. But everything seemed 
gentler then, more civilised. I think of 
Silverstone and Oulton Park and Aintree, 
when the weather always seemed to be 
glorious. In hindsight, of course, my 
memory plays tricks here, for it recalls 
the sun and the duffle coats, so it must 
have been cold sometimes. But, overall, 
when I think of the ’50s, it is the good 
things which come to the surface first. 
And, as a hero-worshipping schoolboy, 
Peter Collins personified those years per- 
fectly for me. 

Curious, is it not, that the upsurge of British 


motor racing has coincided perfectly with the 
decline of everything else in this country — well, 
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nearly everything else. When Peter Collins started 
racing, Great Britain was still taken seriously, 
but its racing cars were a joke. The patriotic 
spectator had very little to cheer about, for green 
cars were thin on the ground, lost amid an 
abundance of red, splashed with blue and silver. 
The only British team competing regularly in 
Grand Prix racing was HWM, which outfit made 
up for its lack of finance with unbounded enthu- 
siasm. Although the team achieved some notable 
successes in its time, its cars were never able 
to hack it with Ferrari. 

Peter Collins was born in Kidderminster to- 
wards the end of 1931. His father was a garage 
owner and haulage contractor, and Peter could 
drive long before his 17th birthday. In fact, he 
took up racing shortly after he was 18, and 
success came immediately. Competing with a 
Cooper-Norton in 500cc Formula 3 races, he 
scored many wins in 1949 and 1950. Like Stirling 
Moss, Collins was obviously a world-class driver 
in the making. John Heath of HWM was not slow 
to recognise this, and he invited Peter to join 
Moss and Lance Macklin in the team for 1951. 
There were few successes here, and it is ironic 
that HWM’s only major win —the Daily Express 
Trophy of 1952 — was achieved by Macklin, never 
a driver of real calibre. However, for Moss and 
Collins, the years were all grist to the mill, and 
in terms of gaining experience and learning the 
great circuits of Europe, they were invaluable. 

The following year, 1952, Collins began a long 
association with Aston Martin, scoring his first 
major victory in the Goodwood Nine Hours, co- 
driving with Pat Griffith. The following year, the 
same pair won the RAC Tourist Trophy, then 
run on the legendary but notorious road circuit 


f the mighty Thinwall Special in 1954, This a dramatic shot from 


at Dundrod in Northern Ireland. But still a com- 
petitive single-seater drive eluded him. The turn- 
ing point came in 1954 when Peter began to drive 
for Tony Vandervell. 

It was in 1954 that Vandervell became seriously 
involved in Grand Prix racing. For some time, his 
fearsome Ferrari-engined Thinwall Special had 
been a major force in Formule Libre racing in 
England, and many of the world’s greatest drivers 
had appeared in the car, Giuseppe Farina record- 
ing the first 100mph lap at Silverstone with it in 
1953. For 1954 its regular driver was Collins and 
the young Englishman was at home in the car 
immediately. The Thinwall was an immensely 
difficult car to drive on the limit, but Peter was 
always its master, showing himself well capable 
of coping with its power. There were some 
classic confrontations between the Thinwall and 
the V16 BRM throughout that summer, with 
Peter Collins frequently overshadowing the 
Bourne car. In the Italian Grand Prix of that year 
he raced the prototype Fl Vanwall. 

Peter switched camps at the end of 1954. On 
the one hand, the Bourne management was 
very impressed with this young man who had 
regularly humbled their car that season, and they 
were all keen to have him on their side for 
1955. And on the other, Peter blew his chances 
of staying with Vandervell by signing a conflict- 
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ing contract with an oil company. In those days, 
personal contracts with Shell, BP and so on were 
normal practice, and Collins signed one such 
without giving a thought to the consequences. 
There was very little money in the deal, and 
Peter signed the piece of paper in complete 
innocence, his only crime being that he didn’t 
have a sharp little 10-per-center around to do his 
deals for him. However, continuation with Vander- 
vell’s team was now out, and BRM leapt at their 
opportunity and signed Collins. 

For most of the 1955 season, the only BRM 
which Peter drove was the now venerable V16 
with which he won many Formule Libre races. 
There was a new FI car on the way, but its 
announcement date was constantly postponed. In 
the meantime the Owen Organisation bought a 
Maserati 250F, which they painted green and 
modified quite considerably ——the car ran with 
Dunlop disc brakes for a long time while the 
factory persisted with drums on the works cars. 
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_ Driving this car, Collins scored his first major 


Fl win at the Daily Express Trophy, after a 
tremendous battle with Roy Salvadori’s similar 
car. 

Not until the autumn of 1955 did the long- 
awaited four-cylinder 2}-litre BRM make its 
debut, but the wait was worth while. At the 
Oulton Park Gold Cup there was a fantastic 
entry: works Maseratis for Moss and Musso, 
Lancia-Ferraris for Hawthorn and Castellotti, 
there were Vanwalls, Connaughts . .. and the 
BRM. The car turned in a truly remarkable per- 
formance that September day. After a slow start 
Collins passed Schell, Parnell, Castellotti, Haw- 
thorn, Musso, moved up to second place, started 
to close the gap on Moss. That car was flying. 
Spectators all round the course looked on in 
disbelief. Surely a British car couldn’t do this to 
the Italians. . . . But, after 10 laps, they were all 
jolted back to reality as Peter headed slowly down 
the pit lane, The oil pressure had slumped and the 
car was pushed away. Only later was the gauge 
found to be faulty; the engine itself was in 
perfect health... . 

Those 10 laps, however, had made their mark. 
There was, it seemed, just a chance that BRM had 
built themselves a world-beater, Without any 
question they had themselves a world-class driver, 
of which there was further proof when Alfred 
Neubauer invited Peter to share a Mercedes-Benz 
300SLR with Stirling Moss in the Targa Florio. 
Collins and Moss won the race, and Peter’s part 
in the victory was considerable. Taking over a 
battered car from his team-mate, he proved to be 
every bit as quick as Stirling. And in the 
Mercedes sports cars, no one else—not even 
Fangio — could lay claim to that. 

Directly after that race there was news that 
Mercedes had decided to quit motor racing. After 
complete domination for 18 months they felt 
their point had been made. Everyone else in 
racing breathed a sigh of relief. Now the status 
quo could be restored. It was as if motor racing 
had had the auditors in for a couple of years, 
and now they were gone. For Italy, everything 
was looking good. 

In the '30s, when Germany was the dominant 
force in Grand Prix racing, any English racing 
driver with aspirations of really making it had 
but one goal: the invitation to join Mercedes. In 
the ’50s, before the rise of Vanwall, there was 
but one place to aim for: Maranello. Mike Haw- 
thorn had gone there in 1953 and had come 
home again. When Enzo Ferrari Offered Peter 
Collins a contract for 1956 the invitation was 
accepted immediately, although Peter continued 
to drive sports cars for Aston Martin in certain 
races. 

In 1956 Collins more than lived up to his 
promise. At all the Grandes Epreuves that year 
Scuderia Ferrari ran at least four cars, and Peter’s 
regular team-mates were Juan Fangio, Eugenio 
Castellotti and Luigi Musso. A very high-powered 
team. Their chief opposition came from the works 
Maseratis of Stirling Moss and Jean Behra. Col- 
lins fitted in at Ferrari extremely well. The 
Commendatore himself was very fond of the 
young Englishman who calmly got on with his 
job, content to let Fangio lead and to allow 
Musso and Castellotti to scrap between them- 
selves. Peter’s first season with Ferrari was 
probably his best. His first Grand Prix victory 
came at Spa which, to my mind, is like a concert 
pianist making his first public appearance at 
Carnegie Hall. A few weeks later there was 
another victory, this time at Reims, after a 
heart-stopping wheel-to-wheel battle with team- 
mate Castellotti. Victory in two classic races 
within a month. . . . Peter Collins was the man 
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A nineteen-year-old Peter Collins with the JBS F3 car at the British Grand Prix meeting in 1951. 


in the news. At the Nurburgring he qualified 
second, three-tenths of a second from Fangio, but 
retired in the race. And at Monza, he put his 
name in the history books for all time. 

Collins went to Monza with a distinct chance 
of becoming the first British World Champion. 
The race, run that year on the combined road/ 
banked circuit, was bound to be hard on suspen- 
sions, more particularly on tyres. In practice all 
the Ferrari drivers had horrifying experiences 
when their Englebert tyres threw treads at over 
170mph on the banking. Maserati, whose cars 
were shod with Pirellis, were in rather better 
shape. This was clearly one race which would 
go not necessarily to the swift, and Fangio and 
Collins were determined not to blow their World 
Championship hopes by driving flat-out in the 
early stages. Musso and Castellotti, of course, 
had no such inhibitions, charging off from the 
word go, determined to show the crowd that 
they were a match for anyone. Within five 
highly dramatic laps both the Italians came into 
the pits, tyres flapping. And before half-distance 
they were joined by Fangio, who retired with 
broken steering. 

So what kind of man was this young English 
star, now poised to win the World Championship? 
Popular he certainly was, with everyone. The 
mechanics thought the world of him. He fitted 
perfectly everyone’s notion of the classic English 
sportsman. He had good looks, an excellent, if 
sometimes cruel, sense of humour, an unending 


series of beautiful girls; he drank beer, smoked 
a pipe ... pure Biggin Hill stuff all the way 
through. Nowadays we constantly bemoan the 
lack of fun in motor racing circles, but Peter 
Collins’ big problem was that he wanted every- 
thing to be fun. Having striven for years to land 
a drive such as he now had, to become a top 
Grand Prix driver, he now wanted to maintain 
the balance, not tip it over. Everything about his 
life he liked: the fact that he was with Ferrari, 
the glamour that went with it, the girls, the 
parties; he liked being a star. But becoming 
World Champion was something different: it 
might mean the end of the fun, the taking up of 
new responsibilities. Collins was a brilliant natural 
driver when the mood took him, but perhaps 
lacked the aggression and determination necessary 
for real greatness. Like his close friend, Mike 
Hawthorn, there were sometimes days when he 
simply did not feel like racing, and it would 
show in his driving. Unlike Stirling Moss, Col- 
lins had no fervent desire to become World 
Champion. To be one of the best was good 
enough. And this difference in their characters 
manifested itself on the track. Stirling, too, must 
have had days when he didn’t feel in the mood 
for racing but, unlike Peter, he never let it show. 
Moss always gave 100 per cent and, although he 
loved racing, his motives were entirely different 
from Collins’. 

Much has been written of Peter’s ready agree- 
ment to handing his car over to Fangio that day 


Collins hurls the Aston Martin DB3S around Dundrod during the 1955 Tourist Trophy. He retired 


while lying third. 
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Peter Collins: it's 
got to be fun 


continued 

at Monza. The great Argentine star stood in 
the pits, carless, watching his World Champion- 
ship fade away. Musso, on his umpteenth set of 
tyres, was charging for the front and ignored his 
team manager’s request that he should hand over 
to Fangio. But Collins, with very much more at 
stake —the World Championship, no less — 
acquiesced readily, and El Chueco stormed back 
into the fray, eventually finishing second to Moss 
and retaining his title. Afterwards, Collins 
modestly made light of his decision, saying that 
he was not worthy of the World Championship 
as long as Fangio was racing, that only the great 
man could lay claim to the title. No one in their 
right sense would deny that it was a remarkable 
demonstration of sportsmanship, but doubtless 
Peter felt a sense of relief as well. Next year, 
it would still be fun... . 

In fact it wasn’t. Scuderia Ferrari had a 
dreadful time in 1957, winning not a single 
Grande Epreuve all year long, although Peter did 
win a couple of non-championship races at Syra- 
cuse and Naples. But he proved still well able 
to hack it with the best of them when he felt 
like it. At the Nurburgring, for instance, he felt 
like it. The two Ferraris of Hawthorn and Col- 
lins led the race for much of the way, surrender- 
ing only to Fangio’s Maserati on the World 
Champion’s day of days. It was no dishonour to 
be defeated by that kind of performance. 

For 1958, the Ferrari team was made up of 
Hawthorn, Collins and Musso. From the very 
start of the year, Peter was adamant that he 
wanted Mike to win the World Championship, 
and that he would do everything possible to help 
him. Echoes of Monza once more. . . . Curiously 
enough, throughout a long spell of only inter- 
mittent competitiveness in Fl racing, Collins’s 
form as a sports car driver never wavered. He 
was always stone brilliant in a sports car, win- 
ning races all over the world, at Sebring, Buenos 
Aires, Caracas ... he completely dominated the 
last Mille Miglia, leading Taruffi by a street until 
he retired close to the end. 

Enzo Ferrari always said that Peter Collins 
was never the same racing driver after his 
marriage, early in 1957. Certainly, it was a bolt 
from the blue, Where girls were concerned, Peter 
had always been something of a freelance, and 
news of his marriage was received with astonish- 
ment. Ferrari thinks that it made him irritable, 


whereas Mike Hawthorn reckons he became more 
content, less hungry and aggressive. Whatever, 
the fact remains that the consistent brilliance of 
1956 was never repeated. Occasionally, though, 
Peter could still turn it on. He won the Daily 
Express Trophy for the second time, in 1958. 
But his form in the Grandes Epreuves was less 
convincing, and usually he was outpaced by 
Hawthorn. 

Stories of Peter Collins and his lighthearted 
approach to his job are legion. Pat Griffith told 
one of the 1954 Mille Miglia. They were in an 
Aston Martin, running superbly in fourth place, 
when a rear tyre burst. The car left the road, 
slithered down a mountainside, hit a tree and 
finished up teetering on the edge of a huge drop. 
During the course of the accident, Griffith had 
been pitched out of his seat, landing in Collins’s 
lap. The dust settled, Griffith recovering his wits, 
and then Collins broke the silence: ‘Pat, I never 
knew you cared... .” 

Collins, in fact, never made any secret of his 
attitude to racing. “If I won the World Cham- 
pionship, I would become an instant cel brity. 
I would have a position to live up to. People 
would make demands of me. Driving would not 
be fun any more. I want things to go on as 
they are.” 

Fun was tremendously important. In his cele- 
brated book Touch Wood, Duncan Hamilton 


In 1955, Peter switched camps for Formule Libre racing, winning many races in the legendary V16 
BRM. This is going through St Mary’s at Goodwood. 
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recalled an incident in 1956. Following the 
Swedish Grand Prix (then a sports car race), 
most of the major teams, including Ferrari and 
Maserati, travelled from Malmo by boat. On the 
deck were various racing cars and drivers. The 
departure of the boat was delayed, however, by 
a Swede with a Cadillac. This person had some 
considerable difficulty reversing his car on to 
the boat, and was acutely embarrassed to dis- 
cover the identity of his audience. To cover his 
confusion, he began to boast of his Cadillac’s 
performance and acceleration. Collins, watching 
and listening to all this, became bored with the 
man, slunk away and coupled the rear of the 
American car to a railway truck, conveniently 
parked behind it. The Cadillac, last on, was first 
to get off, but before it did so, Peter cast 
aspersions as to its ability to get off the mark 
quickly. . . . Its owner, boiling with indignation, 
leaped in his car and banged his foot to the 
floor. Car and truck moved but a few feet, Now 
thoroughly irate, the Swede looked behind him 
and beheld the truck slowly descending upon his 
beloved car. In total horror, he really. opened up, 
car and rear bumper parted company, and the 
‘Cad catapulted on to the quay, never to be seen 
again. ... 

In the summer of 1958, two pre-war Mercedes 
Grand Prix cars were taken to Oulton Park for 
the Richard Seaman Trophy meeting, in honour 
of the great Englishman who had won. the 
German Grand Prix 20 years before. Peter Collins 
and Tony Brooks were chosen to drive the cars, 
and those who were there will not forget it. For 
this was no casual demonstration, Both men 
drove these cars as if they meant it. I have an 
LP recorded that weekend, and the drivers’ 
—ipaetadin make delightful listening. It was 
UA... 

At Silverstone, a few weeks later, we saw the 
true class of Peter Collins. In practice for the 
British Grand Prix, he qualified for a spot on 
the second row, giving no indication of what 
was to happen on race day, From the fall of the 
flag, Collins was on his own that day, beyond 
the reach of Moss, Hawthorn, everybody, pulling 
steadily away to score a tremendous, if unex- 
pected, victory. What a glorious day that was. 

Two weeks later, battle was rejoined at the 
Nurburgring, always a circuit which brought out 
the best in Peter Collins. Twelve months before, 
he and Hawthorn had led the race, having only 
Fangio to worry about. This year, there was only 
Tony Brooks’s Vanwall to threaten them. Brooks 
was a man inspired that day, overtaking both 
the Ferraris, to move into first place. Very soon 
afterwards, Collins, striving all he knew to stay 
with the Vanwall, lost the Ferrari at Pflanzgarten 
and hit the bank, the car overturning and pitch- 
ing the driver out. Hawthorn, following close 
behind, was desperately worried by what he had 
seen, and soon after dipped his clutch, blowing 
the engine to pieces. Collins, removed by heli- 
copter to a hospital in Bonn, died before 
Hawthorn could get there. 

Only a few months later, of course, Hawthorn 
himself died in a road accident, after retiring 
from racing. After the death of Peter Collins, 
racing ceased to be fun for Mike and he was 
happy to quit at the end of the year. Winning 
the World Championship was almost incidental. 
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ALFA ROMEO ALFETTA GTV 2000 


Alta Romeo 


The Alfa Romeo Alfetta is a car of advanced 
design, with front suspension by wishbones and 
torsion bars, the rear end having a de Dion axle. 
There are disc brakes all round, inboard at the 
rear, and the five-speed gearbox is combined with 
the differential, the clutch also being situated 
with the transmission assembly and operated 
hydraulically. The sporting version of the car is 
mechanically identical, but it has a wheelbase 
that is shorter by 4ins and a coupé body designed 
by Giugiaro. 

When I last tested this model, it had a 1779cc 
engine, but it is now offered with alternative 
power units of 1.6 and 2.0 litres. The subject 
of the present report is the GTV 2000, which 
has the larger engine. This is of classical Alfa 
Romeo design, with inclined valves in hemi- 
spherical combustion chambers, the exhausts 
being sodium-cooled. The twin-cam, light-alloy 
unit has had its bore increased by 4mm and its 
compression reduced by half a ratio, It develops 
the same power output, 122bhp, as its smaller 
predecessor, at 200rpm less, and it will run on 
poorer fuels, 

For those who did not read the road test 
of the earlier version, perhaps I should just 
mention that the car is a 2 plus 2 and, though 
the rear seats are most luxurious, the people 
behind are short of knee room because of the 
contracted wheelbase. By placing the knees 
either side of the front seat squabs, passengers 
can actually travel quite comfortably, even with 
tall men in front. The front seats go through 
a folding motion when tipped, making access 
to the back easy, and they have head restraints 
that may be wound up and down. The angle of 
the steering column can be adjusted and the 
controls are well arranged, with a rest for the 
driver’s clutch foot. 

The boot space is long, with a lifting shelf 
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The shapely Alfetta GTV 2000. 


to cover it for privacy. Beneath its carpet lies 
the spare wheel, with the fuel tank alongside. 
The front air dam is inconspicuous, as is the 
Ferrari lip at the rear, and though the body has 
a low drag coefficient, there is nothing boy-racer 
about it and the car does not attract the wrong 
sort of attention. The little Alfa Romeo grille 
looks well in between the four headlights and 
the interior treatment.is elegant though I would 
like to transpose the rev-counter and speedo- 
meter dials. 

Although the engine has been changed, my 
stopwatch and I could find no difference in the 
performance figures and the maximum speed has 
not altered. Yet, one is conscious of the 
difference. This car has always been remarkably 
flexible on the higher gears and perhaps it is 
now even more so. The bigger unit spins up to 
6000rpm with extreme ease, but it’s just a little 
more audible when doing it than its smaller 
brother was. The car is far from being objection- 
ably noisy, but the engine emits a sporting note 
when working hard and is obviously enjoying 


The GTV badge on the rear quarter denotes the new model range. 


by John Bolster 
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itself. Some people might criticise this sound 
level in the Alfetta saloon, but for a 2 plus 2 
coupé it’s just exactly right. I do think the 
heater fan is unnecessarily noisy though. 

The gear ratios have been chosen so that all 
five of them are used when taking performance 
figures, fifth being much more than a mere 
cruising gear. Although fourth is good for 
100mph, the engine “pulls” in fifth extremely 
well and there’s no need to drop down a gear 
when you have been baulked on the motorway, 
unless you want to. Because of the distance 
between the gearlever and the selectors, the 
change does not feel slick as on Alfas of years 
gone by. To the perfectionist, the faint ‘“cionk” 
emitted by the gear linkage, even when the 
change is exquisitely judged, can slightly mar 
enjoyment, although the passengers may not 
even notice the sound. 

If the roadholding and handling are good on 
dry roads, they are superb in the wet. Much of 
the credit must go to the Goodyear tyres, for 
I have driven an Alfetta on Firestones that were 
distinctly dodgy when it rained. The steering is 
surprisingly light, though it has no power 
assistance, and the castor return encourages one 
to let the wheel play through the fingers and 
self-centre as one leaves a corner. This is 
particularly satisfying when a curve has been 
taken with the tail hung out, the castor action 
gently correcting the slide as the wheel is allowed 
to centralise. The Alfetta, with engine and gear- 
box at opposite ends, has a relatively high polar 
moment of inertia, and such cars are usually 
particularly easy to hold in a controlled drift 
with a minimum of elbow work. 

The suspension of the test car seemed harder 
than formerly, though I think this was due to 
firm damping. The car was very comfortable at 
speed, but seemed a little choppy when driven 
with decorum on suburban roads. The brakes are 
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still truly excellent, but the servo has been made 
slightly less sensitive, a change which most 
drivers will welcome. The hand brake really grips 
without any heaving on the lever, a rare virtue 
with all-disc systems. 

To drive, the GTV2000 feels a small, compact 
car. Although it has a lot of rubber on the road, 
the manufacturers have avoided the excessively 
wide track that can spoil a car for country lanes 
or the daily grand prix in Paris, not to mention 
some Italian towns. The few inches of width that 
have been saved pay dividends in such situations. 

There are many motor manufacturers ho 
would do well to examine the under-bonnet layout 
of this car. Everything is so accessible that it 
would be a treat to work on it. The air filter- 
cum-silencer is mounted clear of the engine, so 
that it need not be removed when servicing the 
carburetters, and the distributor is advantageously 
located ahead of the Dellortos, with its coil con- 
veniently close alongside for instant testing or 
replacement. The brake reservoirs are transparent, 
so a drop in level is at once visible, even when 
only checking the oil (there’s a warning light, too). 
The water containers for the radiator and screen 
washer are nearby, with their levels likewise in 
view without opening the caps; the fluid reservoir 
for the clutch is also prominently placed. 

It would be the work of minutes to change the 
water pump or the alternator, or of seconds to 
set the belt tension, while it would be a pleasure 
to check the valves or whip off the head. At last 
there is a modern car that one can service as 
easily as the best vintage machines, yet most 
of the present-day productions are diabolical in 
in this respect. Do designers never think of the 
poor, bloody mechanic ? 

The sporting Alfetta is a car worthy to bear 
its great name. It looks as well as it performs, 
but it respects the owner’s pocket when he visits 
the filling station and the enlarged engine is 
certainly no more thirsty than its predecessor. 
There are cars with quieter engines and softer 
suspension but for the man who treats driving as 
the art which it is, this Alfa Romeo is a very 
responsive instrument. 


SPECIFICATION AND PERFORMANCE 
DATA 


Car Tested: Alfa Romeo Alfetta GTV2000 2 plus 2 coupé, 
price £4799, 

Engine: Four-cylinders 84 x 88.5mm_ (1962cc). Compression 
ratlo 9 to 1, 122bhp at 5300rpm DIN. Twin chain-driven 
overhead camshafts. 2 Dellorto twin-choke horizontal car- 
buretters, : 

Transmission: Single dry plate clutch. 5-speed synchromesh 
gearb-x with central remote control, ratios 0.83, 1.04, 1.37, 
3.30 to 1. Hypold final drive, ratio 4.1 to 1. 

Chassis; Combined steel body and chassis. Independent front 
suspension by wishbones and torsion bars. Rack and pinion 
steering. De Dion rear axle beam on tralling arms, Watt's 
IInkage and coll springs. Antl-roll bars both ends, Servo- 
assisted dual-circuit disc brakes, Inboard at rear. Bolt-on 
Night-alloy wheels, fitted 185/70-14 tyres. 

Equipment: 12-volt lighting and starting. Speedometer. Rev- 
counter. Oll pressure, water temperature and fuel gauges. 
Heating, demisting and ventilation system with heated rear 
window, 2-speed windscreen wipers and washers. Flashing 
direction indicators with hazard warning. Reversing lights. 
Dimensions: Wheelbase 7ft ‘llins. Track 4ft 5.5ins. Overall 
length 13ft 9ins. Width 5ft 5ins, Weight 21.5 cwt. 
Performance: Maximum speed 121mph. Speeds In gear: fourth 
100mph, third 75mph, second 52mph, first 32mph, Standing 
quarter-mile 16.9s. Acceleration: 0-30mph 3.0s, 0-50mph 6.6s, 
0.06mph 9.4s, 0-80mph 17.4s, 0-100mph 32.4s. 

Fuel Consumption: 25 to 30 mpg. 
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Top: the purposeful frontal aspect of the attractive Alfetta GTV. Above: the engine would be a “ treat 
to work on.” Below: the interior treatment is elegant if a little unusual. 
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Ari Vatanen (above) has a disconcerting habit of m 
ing. Pictured. here on his way to winning the Welsh, 
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aking others appear mundane. His entry speed and attitude (above left) is particularly enlighten- 


Signs of changing times 


PETER NEWTON looks back on the two premier national championships 


Championship. reviews run the inherent 
risk of re-cycling water already passed 
under the annual bridge. This is why their 
impending arrival is often dreaded by 
scribes and luckless readers alike. Avoid- 
ing the pitfall of repetition while covering 
aspects of a season’s motorsport is a 
difficult task, but a review at least allows 
space to discuss the merits of cham- 
pionships, teams, drivers and tactics while 
a rushed report of an individual rally 
very often precludes such luxuries. The 
discussion which follows is being written 
in the depressive phase of post Christ- 
mas/pre-New year doldrums. Nevertheless 
perhaps some inveterate insomniacs will 
force wandering attention back to these 
pages as we stumble around the events 
of the past and attempt to analyse the 
results. 

The Motor supported RAC Rally championship 
is @ most expensive exercise on which to com- 
pete in view of the return on offer. The series 
is poorly promoted in view of its premier status 
and the stereotype of events themselves con- 
stitute 80/100 competitive miles divided up into 
anrealistic five mile increments (which individ- 
ually at least prove very little about either car 
yr driver) on Forestry Commission tracks, with 
little or no chance for any accent to be placed 


on tactics or any serious form of time keeping/ 
aavigation. 

A situation such as this has been largely 
forced upon British rallying by the logistics of the 
country itself and although stage rallying, par- 
icularly in this country, is rapidly gaining in 
»opularity both as a participant and as a spec- 
‘ator sport, it is also becoming insufferably 
nsular and specialised in the process. Long gone 
ire the days when a top driver could make a 
‘erious mistake and still expect to win (with 
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the notable exception of Ari Vatanen of course!) 
for there is now such a level of profes- 
sionalism in premier quarters that serious 
competitors in similar cars driving comparatively 
short distances, often map-read by co-drivers, 
will inevitably record very similar times. 

Happily, this rally stereotype is made more 
varied by a number of extraneous circumstances 
and there is no doubt that while we are rearing 
a band of a highly competitive national drivers, 
we are at the same time drawing further and 
further way from the European norm so as to 
isolate ourselves and our sport completely. The 
1976 RAC Rally most emphatically underlined 
the point for this reporter. A number of prin- 
cipal foreign competitors to whom we spoke 
were appalled at the nature and format of the 
rally this year. British drivers tended to be less 
critical (although still vocal) on the impossibly 
short and often poor stages, the long interval 
mileages, the over-complicated timing, the 
competitor/organiser liaison, the vacillating over 
servicing arrangements etc; and even members 
of the Saab team, who have been coming to 
the RAC Rally for as long as most of us can 
remember, were emphatic that this event was the 
worst RAC they could recall in recent years. 
They were considerably more polite about the 
rally than the Italians. 

How much of this adverse comment was “ sour 
grapes” and how much should be taken seri- 
ously? The RAC is the pinnacle of this cham- 
pionship; Britain’s greatest motorsporting inter- 
national event, yet it was difficult to be proud of 
our WCR qualifier this year. Does it matter that 
we are drifting away from the European style of 
rallying — especially as several of them are 
coming here to compete against us — and indeed 
who among the top flight British drivers has 
genuine European (or world-wide) aspirations? 
Perhaps such a discussion is not really relevant 
in an analysis of- last year’s championship. It 
is certainly worth a serious thought however, 
especially among those ambitious young drivers 
hoping to be chosen for a works drive. Europe 
is not that far away and the deals are there 


to enable would-be competitors to get across 
the water. Team managers are looking for “ com- 
plete ” drivers. They may not find any in Britain. 

Fourteen events made up the championship 
last year, of which six basked in the rather 
dubious (and often euphemistic) title of “ inter- 
national.” Most British events are run to such a 
high standard these days that it comes as a 
genuine suprise to discover any lengthy wrang- 
lings and protests at the finish. The Mintex 
International was the only serious offender in 
this respect; although the Welsh, Jim Clark 
and RAC itself were among the less popular 
events for different reasons. The Snowman and 
Granite City were enlivened by the elements; 
the Mintex by controversy; the Circuit by 
endurance; the Ulster by sensation and the 
Castrol by realistic stages — so the rally stereo- 
type was not as all-pervasive as was first feared. 
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Is there any room for tactics in a series such 
as this, and what price co-drivers in such an 
ostensibly driver-biased scene? Surprisingly per- 
haps, it seems that the co-driver is now more 
important than has been the case in the last 
few years and in fact there is a positive paucity 
of British co-drivers with the experience which 
team managers require. One can state clearly 
that some considerable credit for Vatanen’s suc- 
cess must go to the shrewd Peter Bryant, while 
John Brown’s brinkmanship gamble on the 
Granite City proved a major factor in Russell 
Brookes’ fine win on this event. Reading off the 
map is a skilful as well as risky business and 
only a handful of co-drivers practise it with any 
semblance of accuracy. For those who can do 
it however there are clearly ample rewards and 
the co-driver’s role, changed dramatically from 
years gone by, is still of paramount importance 
to aspiring and fiercely competitive drivers. 

The RAC national British rally championship 
is the most fiercely competitive in Europe, thus 
it is not surprising to discover recurring ‘“ whis- 
pers” and grumbles throughout the year. Two 
of the most prevalent concerned the business 
of pre-event recceing, and on-event pace notes. 
The latter argument reached its height just prior 
to the Jim Clark and subsequently abated after 
a ruling by the RAC, The former continues .as 
it has done for a number of years. Competitors 
hold mixed views as to its overall usefulness, 
‘which is probably just as well as the idea of 
policing information to motor club members etc 
is a laughable impossibility. 

The fact of the championship’s competitiveness 
is no secret, and as such it provides an ideal 
opportunity for works teams to accelerate devel- 
opment of both cars and young drivers. The 
question of whether foreigners should be allowed 
to compete in a national championship, and that 
we do in fact have a Finn as our national rally 
champion certainly does raise blood pressures in 
isolated quarters, and last year the discussion 
would periodically be revitalised, sometimes by 
the RAC and sometimes by competitors them- 
selves. 

There are in fact two parts to the discussion. 
Firstly, should foreign competitors be allowed 
to compete at all; and secondly should they be 
allowed to score points towards the champion- 
ship? Before delving into the misty patchwork 
of reciprocal international agreements etc, one 
might set-up a single standard of judgement in 
order to review the case objectively. The purpose 
of the series is to discover the premier British 
driver. We feel that the inclusion of foreigners 
does not jeopardise this pre-requisite; besides 
if British drivers are still unable to beat 
foreigners despite the favourable conditions of 
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the formers’ own “playground,” then there is 
cause for serious concern and the sooner the 
situation is rectified, the better for British rally- 
ing. 

At present the CSI states that competitors 
are allowed to use licences other than those 
corresponding to their country of origin, so 
there is nothing that can be done about the 
appearance of foreign drivers on national events. 
It applies equally to British drivers in Europe. 
At present, once a foreign driver takes out a 
British licence there is then nothing to stop 
him scoring points in the championship. To 
imagine a situation in which they were allowed 
to compete, but not to score points, would be 
to do an injustice to the British competing 
alongside them. There is only one kind of winning 
in this sport. 

That the influx of Scandinavians has made us 
more conscious of speed and more competitive 
overall goes without saying; but the real credit 
for elevating our national standards must go to 
the man who has been waiting literally for 
years in order that someone might beat him 
— Roger Clark. Roger has acted as both yard- 
stick and bait to the local fraternity for over four 
years now, and finally this year he was beaten 
in a straight fight on the Snowman, Granite, 
Welsh, Scottish, Jim Clark and Burmah. Perhaps 
it is not so surprising that there were so many 
almost gleeful crys of Over the Hill etc. It 
must have been easy to forget what Roger has 
done for British rallying; and how much pleasure 
it must have given him in December to remind 
those critics that he hasn’t nearly finished yet! 

To be sure, by his standards, Roger had a 
bleak season, and for him not to win a rally 
for ten months still seems almost absurd. The 
Mintex accident clearly shook him much more 
than the blunt uncompromising exterior indi- 
cated. It was an accident made more disturbing 
because it should never have occurred. Clark is 
not used to mechanical failures and it seems 
that a change of policy at Boreham this year, 
by which rally car builds were not made the 
specific responsibility of one mechanic (Norman 
Masters had always hitherto been closely asso- 
ciated with Clark’s cars) may have contributed 
to slightly less satisfactory equipment than Clark 
had hitherto been accustomed. The fact that he 
described his RAC Rally car last year as “the 
best I have ever had” indicates that if there was 
a problem, then it has most emphatically been 
solved. 

After the Mintex came a “lean” spell, or was 
it merely a revised policy? Clark knows that both 
Russell and Ari are faster than him now, but 
that doesn’t mean to say that he feels he is 
driving slower, and by the advent of the Jim 


Clark he appeared to have recovered all his 
confidence. Watching him drive on the Burmah 
was the usual exquisite experience and there 
seems little doubt that he was driving as well 
as ever, while waiting for the heroes to throw 
themselves into the scenery (which they did 
often!) He himself suffered at the hands of one 
of a number of poorly handling Escorts on the 
Manx before disappearing to Australia for the 
Southern Cross. He returned to triumph with an 
RAC win. Not the quickest driver perhaps, but 
there at the finish . . . a copybook tactician’s 
victory which included staving off an 11th hour 
Scandinavian challenge as well. What superb 
publicity for the Ford PR machine! 

So Clark won the single rally that really 
mattered this year (in terms of status) but 
Russell Brookes and Ari Vatanen dominated the 
intervening months. They were seldom separated 
by more than a few seconds and the see-saw 
battle between them produced great spectacle 
and interest. To some less fortunate team man- 
agers, Ari’s end of season championship victory 
might have seemed a Pyrrhic one. The damage 
caused to various items belonging to the Ford 
Motor Company is reputed to have delved deeply 
into five figures, but this in no way detracts from 
the fact that Vatanen must be the greatest pros- 
pect for the future since the early days of Timo 
Makinen, He took five championship wins this 
year to Russell Brookes’ three, but probably his 
finest achievement was in winning the Manx 
International, this being his second ever all 
tarmac rally. To be able to drive as quickly 
as he did on notes and racing tyres in an ill 
handling car with his comparatively modest ex- 
perience shows extraordinary levels of talent, 
and it is here that Ari’s attitudes require further 
experience. At present he appears to be almost 
oblivious to the state of the rally, He only has 
one driving speed that is of course flat-out. If 
one can level any criticism at such an amazing 
natural talent one might add that at present 
he lacks mechanical sympathy of a type sc 
readily identifiable in the driving of Makinen 
or Clark, and once he controls his right foot 
so that he never drives faster than conditions 
dictate, then he will be really on the road tc 
international acclaim. 

Already Ari has learnt a great deal; his 
English is good, his public speaking is a credil 
to his employers and we are very pleased to set 
that he is now indulging in the occasional glass 
of alcoholic beverage! Ari is refreshingly honesi 
about his driving. He has certainly been very 
fortunate this year in terms of lucky escapes 
but there can be no denying his speed, anc 
Ford will no doubt strive very hard in future 
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seasonal survey 


Signs of changing times 
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years to retain his services, just as others will 
‘ry to prize him away. 


This was so nearly the year of Russell Brookes. 
Qn so many occasions he might so easily have 
won (in fact on the Mintex he did win — for 
‘short while!) but there were mechanical 
ailures in the latter half of the season (a 
‘ritical one on the Ulster Rally) and experiments 
vith fuel injection prior to the RAC did not 
eem to bring any extra luck. Russell is a very 
wave driver, making up in determination any- 
hing he may lose in natural talent. He works 
‘ery hard at his rallying and in conjunction 
vith Andrews Heat for Hire and Castrol, has 
et up a highly efficient semi-private rally team 
vhose arrangement with the Ford Motor Company 
eems to be progressing along smooth and 
fficient lines. Russell however has always gone 
iis Own way and there have been several other 
ffers from rival teams which he has turned down 
a favour of staying with a competitive car. He 
vants to be driving the best available equipment 
nd to do so he has had to find his sponsors 
nd keep them, a task in which he has obviously 
ucceeded exceptionally well to judge by the 
mile on the face of John Andrews during events. 


The fact that Russell is an accomplished full 
me Leyland salesman and engineer would seem 
> preclude a full-time rally career, either as a 
rofessional driver or as an entrant; yet if Mr 
urner’s comments at last year’s Ford Press 
onference are to be believed, then we will 
se him under a works banner on_ several 
ceasions next year. Perhaps Russell will be 
etting some of the foreign experience which 
is efforts have deserved. He has always gone 
is Own way and when he announced in early 
eptember that he would be going to the Ulster 
ally (Russell was equal on points — 63 — with 
ri at the time) he clearly upset Boreham some- 
hat as their declared policy is not to appear 
| Ireland while the troubles continue. Never- 
leless despite rumours of some mysterious 
forts to have the events cancelled, he was 
\strumental in persuading two works cars from 
oreham to visit Ireland. It was thus ironic 
lat the Ulster Rally turned out to be Ford’s 
uy major disaster of the year — all three 
irs failing to finish; Ari thanks to another 
tcident, and Brookes and Clark through mech- 
vical failures. It was also a championship water- 
ted. 


Roger grappling with an uncooperative Magnum of 1970 Moet and Chandon a 


win—-his second in five years. 


Just as it seems likely that Russell will be 
given some foreign events next year, so too 
does it seem as though the occasional additional 
Works appearance, particularly on home inter- 
nationals, is a distinct possibility, Either way, 
Russell’s job as the new “ man to beat ” in British 
rallying will certainly be no easier than it proved 
to win the championship last year. Russell is 
a tough competitor and the harder the rally, 
the better he enjoys it — the latter comments 
also refer to his attitude to post-rally parties 
and he is one of the essential convivial characters 
of the British scene. 


Such was the domination of the above 


‘hnstone Syer was being recompensed in one of his favourite pastimes for every Culcheth in- 
scretionm—here he goes again! Brian in the process of losing his TR7 on a fast right hand bend in 


lidworth during the RAC. Cheers Johnstone! 
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triumvirate in the RAC championship that the 
efforts of others are likely to become easily 
forgotten. Pentti Airikkala, Andy Dawson, Billy 
Coleman and Cahal Curley all won a rally; 
but the manner of their so doing differs greatly. 
Pentti Airikkala is clearly a driver of exceptional 
talent, ranking alongside the very best in the 
sport. In a way it is perhaps curious that it has 
taken leading teams so long to place him on their 
books ; and even back in his native Finland, it 
took a second place on the 1000 Lakes last year 
to convince onlookers of his talents. A person- 
able self-effacing modesty conceals a tough 
business brain and a cool analytical mind, and 
this approach to British rallying produced a 
series of second places, driving on non-specialised 
tyres in privately entered cars which even in 
RS1800 guise seldom boasted new parts. It was 
Pentti who produced classic drives on a number 
of rounds this year, including the Welsh and the 
Scottish; but the Snowman, with John Davenport 
in his last co-driving role, produced perhaps the 
victory of the year. Conditions on the Snowman 
were interesting to say the least. Some stages 
were perfect for A2s, smooth and dry. Others 
consisted of great tracts of sheet and black ice 
—still others were deep in snow and heavily 
rutted, Perhaps it was that the Avon Arctic Steel 
Radial was the ideal compromise tyre for the 
conditions, and certainly he was never badly 
caught out by making the wrong choice (there 
was none!) but the drive on the Snowman 
marked him out head-and-shoulders above every- 
one else ; so much so that it is indeed a pity that 
more British drivers are not going to the Arctic 
Rally this year to take up his offer of free ice 
driving tuition, 

It wasn’t surprising that both DTV and 
Chrysler as well as Ford were after his services 
for this year. DTV won the battle of the con- 
tracts and Pentti is reputedly one of the highest 
paid drivers on 'the scene this year. The Chevette 
is an exciting prospect. There will certainly be 
problems but if they don’t succeed it will not 
be for any lack of effort on his behalf. Pentti 
likes England, the English and English rallying ; 
he is also one of the toughest competitors one 
could meet anywhere, either in the forests or on 
“Finnish Pepsi Cola!” His two second places in 
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Facing page, top: Roger Clark was as quick as 
ever on the Burmah and yet was still beaten. 
Bottom: David Stokes the ’76 Castrol/AUTOSPORT 
champion, nurses his ageing car over the yumps 
of Donegal. 
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For the second successive year, Robin Eyre 
Maunsell won Group One for Chrysler with his 
comparatively underpowered Avenger. Once 
again it was very close and once again DTV 
provided the opposition, last year though, Jim 
McRae was Robin’s shadow. In 1977 Robin will 
be driving the G4 Avenger on selected rounds, 
and will be carrying out some development on 
Chrysler’s new car during the coming months. 


the latter part of the season were taken in the 
knowledge that were he to damage the car in 
any way, there would almost certainly be no 
replacement for the RAC itself—a rally he had 
set his heart upon. The RAC drive itself was a 
classic and aside from all the moral issues, it was 
most interesting to evaluate his performance on 
specialised tyres ! 


Andy Dawson drove a number of different 
specification Datsuns to most impressive placings 
this year—notably the Burmah where he led the 
rally before being slowed by suspension bothers 
in the latter half, and he also gave the Chequered 
Flag garage their first and so far only win rally 
on the Mintex International with the Stratos. 
The, results of this round were clouded by con- 
troversy but no one begrudged him the win which 
should have been his. The performance at Olivers 
Mount was shattering indeed and Barry Hinch- 
cliffe has recorded an interview in the Castrol/ 
AvUTOSPORT film just after the Stratos came off 
that final stage which is a masterpiece of audio- 
visual emotion as a breathless and still very 
tense Dawson explains the poSition as he knew it 
to be at the moment. Andy is an exceptional 
driver; very safe and very fast. There’ is little 
doubt that in a suitable Boreham-backed RS1800 
this year, he will be giving Russell Brookes a 
very hard time .. . the driving will surely do 
the talking... . 


What of Billy Coleman this year? The star 
of two years ago seemed to reside qnly in Ireland 
during 1976. At least that was true until the 
RAC Rally itself where he was unlucky not to 
have finished a highly creditable fourth overall. 
Billy sets himself high standards but his failure 
to attain them very often seems to depress him 
into mediocrity. A great drive on the Manx came 
to naught with gearbox failure but elsewhere on 
this side of the Irish sea, he has not been 
impressive. Certainly the situation behind the 
scenes gave him little confidence and his dis- 
enchantment with Thomas Motors at one point 
during the season was as obvious as his driving 
was unimpressive. 


Nevertheless Billy did not disappoint his 
throngs of Irish fans and he drove impressively 
in every rally he entered over there, winning 
the Galway International, Cork '20, and the 
Circuit of Ireland again; as well as bringing the 
troublesome Chequered Flag Stratos 2 home 
seventh on its first appearance. Confidence is 
something Billy lacked during the season, yet 
with a car he trusted implicitly on the RAC, he 
was again able to confound the critics always 
so ready to bury him. Next year it is either Ford 
(Ireland), Chequered Flag or a combination of 
both; he is another superb natural driver and it 
would be sad for us if he is to restrict his 
activities solely to Ireland. 


A driver among the championship top ten 
deserving special mention here is Nigel Rockey. 
Nigel has had a most difficult season running 
without any major sponsorship in a Norman 
Harvey-owned RS1800. Unable to afford to com- 
pete on a number of the rounds, Nigel was 
always operating under pressure, knowing that 
an accident might well have further curtailed, or 
even ended, his restricted season of rallying. 


Facing page, top: Nigel Rockey misses a gear 
and slides into a ditch on his way to fourth 
place on the Castrol ’76. Centre: George Hill had 
a subdued year in the Martin Group Magnum. 
He is pictured here on the Burmah. Bottom: 
Fastest British rally driver last year was, of 
course, Russell Brookes. 
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Above: The car has now been sold ta Jeff Churchill, the driver has gone to DTV. Chris Sclater with 
Henry Liddon on the Mintex. Below: Billy Coleman at his most impressive best; in Ireland on the 
Circuit 
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Somewhat out of practice at the beginning of 
the year, he finished fourth on the Jim Clark, 
before two similar placings on the Lindisfarne 
and Castrol ’76 earned him a works Chrysler 
drive for the RAC Rally. 


Works drivers generally achieved indifferent 
results in the overall championship. After Roger 
Clark in third place, one has to travel down to 
Chris Sclater in ninth position overall to find 
another, 

Chrysler certainly had an indifferent year, 
alleviated somewhat by Robin Eyre Maunsell’s 
second Gl championship win. Sclater replaced 
Malkin for the Granite City Rally, and his 
appointment probably served to illustrate that the 
problems rested not so much with the drivers, 
as with the car. Development seems to have 
remained virtually at a standstill this year, 
despite Chris’ employment (this presumably on 
account of his developmental ability) and. one 
must assume that a tight budget precluded 
much work on the G4 car. It seems impossible to 
believe that it has reached its competition zenith, 
and those who have driven it have reinforced the 
view that the car does have potential. At present 
the car suffers from an apparent lack of power 
and a restricted rey band, while the high speed 
handling seems somewhat inconsistent. 

Malkin managed a sixth place on the Snow- 
man (his last outing) while Sclater managed three 
more similar places in the car (between non- 
appearances and mechancial failure), Lack of 
budget and consequently any forward planning, 
meant that they then lost his services to DTV at 
the close of last year so that at present Chrysler 
do not seem to have a specific team line-up, It 
was certainly a little sad to see the team 
servicing Chris Sclater’s private RS1800 on the 
Lindisfarne ! 

Happily, in Gl, things were different. That 
most likeable Irish gentleman Robin Eyre Maun- 
sell once again staved off the ravening wolves, 
despite a series of accidents and non-finishes in 


mid-season. The G1 1800 Avenger is by no means 
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the fastest car on the stages, and Robin normally 
found himself outpaced by both Dolomite Sprint 
and Vauxhall Magnum during the events. Yet 
the car’s mechanical reliability and its handling 
and braking potential (looked after by the 
ebullient Ricky Bell et al) plus Robin’s deter- 
mination, ensured that the Avenger was always 
in the picture. That he won the title on the final 
round (in similar style to that of the previous 
year) by the smallest possible of margins was a 
credit to both him and the mechanics, but Robin 
was aided in his task by a Magnum which 
lacked development and preparation as_ the 
season progressed, and by the fact that Leyland 
had not put the talented Pat Ryan into their Gl 
Sprint at an earlier date. 


Leyland began last season with disaster and 
ended it in triumph. Having announced their TR7 
programme -prematurely at an ill-judged press 
reception in the autumn of ’75, the eagerly 
awaited cars’ finally appeared for the Welsh in 
May and were almost immediately relegated to 
the ranks of also-rans ‘by uncharacteristic engine 
failures. As the months had gone by, it had 
become apparent that Leyland’s new TR7 pro- 
gramme was nowhere near as_ staunchly 
supported by the various institutions within the 
Corporation as had been intimated by the size 
of the investment. It became clear that parts 
supplies were at best sluggish, and that “one 
off” orders were being treated with no apparent 


Above: Despair on the Welsh... Culcheth and Sy er look on as Leyland mechanics examine a blown 
headgasket after just three stages. Below: Tony Drummond was the 1976 punctured tyres champion. 
Here he lunges at our photographer in the Lake District. 
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urgency whatsoever. A date however had to be 
set, and the still painfully unsorted cars were 
paraded at the Welsh in a statically impressive 
show. It finally took until September to sort the 
cars sufficiently for Pond and Culcheth to finish 
an impressive third and fifth on the Manx. What 
the critics of the programme failed to realise 
was that this was not a long period of time by 
rally car gestation standards; it was merely the 
nature of the original announcement and the 
questionable decision to enter the RAC champion- 
ship arena from the outset, which prompted the 
criticism. 

To enter RAC rounds for development purposes 
having announced the programme with such con- 
fidence and forcefulness was to invite disaster. 
Appearance deadlines came and went, and a “full 
assault” on the championship became some 
“selected rounds for development purposes.” Per- 
haps Leyland would have been better advised 
to have entered less sensitive areas of competition 
at the outset and when the dedicated and highly 
talented Tony Pond finally persuaded them to 
enter the Raylor Rally in October for badly 
needed pre-RAC match practice, he gave them 
the TR7’s first national rally win. It was a 
highly significant and very popular victory, but 
even Abingdon were taken by surprise when Pond 
lay second to Airikkala on the second day of 
the RAC itself before a puncture dropped him 
back, and eventual suspension failure put him 
out, 


The gradual revitalisation of Abingdon through- 
out the year has been a fascinating if somewhat 
painful evolution. There is still a long way to 
go but both drivers have shown that the car 
is now competitive—something which they knew 
at the outset. It remains a sad missed oppor- 
tunity that they did not alter their initial plans 
in order to enable a driver like Ryan to jump 
into a Sprint at the beginning of the season. 
The lesson of the previous year’s RAC, when 
“Culch” won the G1 section by nearly 20 minutes, 
seemed to have fallen on stony ground, and the 
talented Ryan was left in Allegros and Marinas 
for far too long, 

Nevertheless Abingdon ended the season on a 
very high note and with the promise of some 
foreign events (did the foreign press say some- 
thing about Elba!?) plus presumably, British inter- 
nationals, the very popular TR7s should provide 
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Jim McRae was unlucky to finish runner-up to Robin Eyre Maunsell in Group One. Below, he struggles with two rear flat tyres-in Pantperthog on the RAC. 
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Chris Sclater, on his last drive for Chrysler (above) rushes through the Forest of Dean on the RAC. 
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Leyland with a much-needed promotional plat- 
form upon which to sell their cars to the vital 
youth market. With John Davenport running the 
show, and dedicated men like Bill Pryce, Den 
Green and the Abingdon mechanics preparing 
and developing the cars, there is no reason why 
they should not see some success in °77. 


DTV are intending to run Jim McRae in Gl 
Magnum for another season and they must be 
hoping to put more energy behind the project 
than was possible last year. Quite how they will 
achieve this feat is difficult to comprehend as 
they must surely have their hands full developing 
the Chevettes; but this is clearly the intention. 
McRae certainly has plenty of ability and his 
drive on the Ulster Rally was particularly impres- 
sive. 

Classes in this championship do not tend to 
be well supported, particularly in the later stages 
of the year as the contenders feel the real price 
of year of competition in the top echelon. Andrew 
Cowan and Fred Henderson found themselves as 
unlikely contestants in the 1300-1600 class how- 
ever; but when Cowan had taken the class on 
the Burmah and departed to the Antipodes, Fred 
was left with a clear run to the class win. In 
the up-to-1300cc class, Vince Finlayson and John 
Coxon appeared to be about to give Mike Jackson 
(13800 BDA Crystals Escort) a good scrap, but 
once the latter had cured a series of mechanical 
maladies, there was once again no contest. In 
the up-to-1600cc G1 class Gavin Waugh was left 
almost unhindered to take the class by a large 
margin. 

Last year was certainly a momentous one in the 
recent history of British special stage rallying. 
Aside for the various controversies and the ever 
increasing competitiveness of the rounds, it was 
a year which witnessed regular victories by others 
besides Roger Clark. Finally it appears as though 
others have eclipsed his pace. With Ford show- 
ing ever-increasing interest in Group One and 
the prospect of Walter Rohrl appearing in Tony 
Fall’s Opel on home internationals along with 
major British teams there are certainly going 
to be some exciting battles in store. We even 
have different, though familiar, Scandinavians in 
the wings; and the prospect of Mikkola in a 
2-litre Corolla is certainly an exciting one. 


'76 Castrol/ 
Autosport 
championship 


Was it a premonition of forthcoming mis- 
adventure which prompted the words 
“we'll be lucky ” from Tony Drummond 
that foreboding afternoon in Scarborough 
—or was it just self-effacing modesty pre- 
vailing in the light of rich rallying experi- 
ence. Whatever the reason, at no time 
during any moment of 1976 did he look 
more certain of clinching his second 
Castrol/AuTosporT title in three years. 
That windswept damp afternoon marked 
the ‘halfway point of the Raylor Rally; 
Drummond was leading by Ils, David 
Stokes was nowhere and Tony was just a 
few moments away from disaster. 

The story of this year has been the story of 
whether David Stokes, the family baker, and his 
merry men from Wotton under Edge (the “ Hill- 
billies ” as they became rapidly and affectionately 
known), could stave off the challenge of the 


burly personable Yorkshireman and his cohorts 
from as far afield as Lincolnshire. 
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Ari Vatanen 
Russell Brookes 
Roger Clark 
Penti Airikkala 
Andy Dawson 
Billy Coleman 
Tony Drummond 
Nigel Rockey 
Chris Sclater ...... 
Brian Culcheth 
Tony Pond. 
Will Sparrow 
13 Cahal Curley 
14 Paul Faulkner 
15 Dessie McCartney 
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Leyland service on the Castrol ’76. The Dolomite Sprint, first in Pond’s charge and then in Pat Ryan’s, 


was demonstrably the fastest Group One car. 


Yet this story did not even begin until the end 
of that scorching month of June. David had just 
returned from Donegal determined to re-shell his 
tired old machine for the Arkell; the champion- 
ship was resting briefly under a sub-tropical sun. 
It was at this point that Johnsons of Gains- 
borough, Esso and Phil Short, took the decision 
which was to lead them all the way to Scar- 
borough via success in Scotland, embarrassment 
in the Lake District, and cruel misfortune in 
Wales. 


RAC rounds had been the Drummond priority, 
but encouraging scores on early clashing rounds, 
plus the prospect of more advantageous clashes, 
made their dual target all the more attractive. 


Despite the apparent afterthought of the chal- 
lenge, no one doubted its inequality. Tony Drum- 
mond is one of the finest motor engineers and 
innovators in the land; his cars are both powerful 
and reliable. Here was the man who had first 
tried racing compounds in the forests, designed 
self-lubricating hubs; discovered the unique 
“dual” role of the Jaguar back axle. . . all this 
plus great skill and experience. He was pitted 
against Stokes the previous year’s BTRDA cham- 
pion; an “airfield and farm track” specialist 
with comparatively modest forestry expertise, 
driving an 1800cc car whose mechanical com- 
ponents had all seen better days and whose fin- 
ancial burden was only marginally offset by 
Castrol and Avon Tyres. 


To most of us it was merely a question of 
when the lead would change hands but it finally 
did so only after the penultimate round, and as 
events proved, the gap was too little and too 
late to leave any margin for providence (less 
punctures sustained in the Castrol 76 in Wales 
might even then have brought the championship 
back to Yorkshire). One always expected that the 
latter half of the season would tell against the 
Stokes entourage. Here lay a fistful of demand- 


ing forest rallies which favoured the men with 
the most experience and the best equipment. In 
practice it did not work out as simply as logic 
said for even where these two men met on terms 
which were more equal than most, David not 
only drove forcefully to keep in touch with Tony 
but both were beaten by two of this country’s 
up and coming young drivers . . . and Drummond 
fell off twice! 

Drummond is a phlegmatic, straightforward, 
affable character whose style is scarcely to be 
associated with the cautiousness demanded of 
“championship driving.” There were two possible 
question marks hanging over the decisiveness of 
his championship chase; first, there was the pres- 
sure put upon the preparation of his own car by 
a workload imposed by eager customers (and 
indeed Tony’s car was nearly always a last- 
minute all-night rush); and secondly there was a 
possibility that his desire to win rallies outright 
rather than championships overall might prove 
to be his undoing. (This latter point applied par- 
ticularly to his “home” event, the York MC 
Raylor Rally.) 

In the event neither of the question marks 
proved significant and Drummond was beaten by 
a water splash resulting in a later alternator 
failure. It was a water splash he had already 
successfully negotiated that morning. Meanwhile 
Stokes, struggling with major brake problems, 
still needed to finish 12th or higher. He made it 
by the closest possible margin. 

Of the other principal drivers contending this 
year’s championship Paul Faulkner looked the 
most likely winner at the outset. He had declared 
his intention to contest the championship; he 
posessed an immaculate car and he has as much, 
if not more skill than even Drummond himself. 
Two accidents in the early part of the year served 
to curtail his aspirations however. On the Mintex 
he hit a tree in his new RS1800 after a most 
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Signs of changing times 
continued 


impressive first day; and on the Tavern, while 
leading, he wrote the car off in a violent accident 
from which he and Monty Peters were lucky to 
escape. 

The re-shelled car appeared again on the 
Arkell—this was the crucial event for him, and a 
frustrating lottery presented by the ford in 
Cirencester Park effectively put paid to any real 
chance to catch Stokes. 

Paul’s best drive of the year was on the 
.Burmah; he always shines in top flight company 
and on difficult stages, This year could so easily 
have been his. He was second to Drummond 
in this same championship two years ago. 

George Hill, the defending champion, had a 
subdued and generally less than satisfactory 
season with the Martin Group Vauxhall. He 


oe 


might have lost some of that determination 
without Phil Short beside him; yet there is no 
doubting George’s skill. The Magnum received a 
triple plate clutch assembly in mid-season and 
this gave ceaseless trouble before belatedly being 
fixed by DTV in time for the Raylor. His best 
results this year were two fourth places on the 
Cheltenham Festival and the Lakeland Stages. A 
Chevette next year may bring a change in 
George’s fortunes. 

Two young drivers who highlighted this year’s 
championship were Graham Elsmore and Malcolm 
Wilson. The former needs no introduction to 
AUTOSPORT readers and neither do his fortunes 
this season. Suffice to say that he beat Paul 
Faulkner into second place during a magnificent 
drive on the Cheltenham Festival and his per- 
formance on the Welsh even had Bo Swaner of 
Saab concerned. In the Forest of Dean he is 
virtually uncatchable, and elsewhere, he is obvi- 
ously very talented. 

Malcolm Wilson is also a flier, particularly, like 
Elsmore, in his own area. There were red faces 
in the camp when he took his battered ‘old 
RS1600 to victory ahead of the establishment on 
the Lakeland Stages and other drives, particularly 
on the Burmah, have been outstanding. Both 
these drivers should have great futures in front 
of them. Perhaps Stuart Turner should take them 
to Finland! 

Group One was always much more of a lottery. 
No one driver stood out head-and-shoulders above 
the rest, yet the leading six men all proved they 
could beat each other on certain days under cer- 
tain conditions. Chris Field, as usual, was con- 
sistent to a fault. Henry Innurrieta, perhaps the 
fastest man of the bunch, was also the most 
unreliable (particularly in mechanical terms) but 
a great drive on the Raylor served to indicate 
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how good he now is on loose surfaces. David 
Hardcastle’s bicep-building course with the un- 
gainly Capri brought some good results. Terry 
Kaby seemed to have got the better of his unco- 
operative Dolomite by the close of the season; 
(Dear Leyland—how about some more help for 
serious private entrants?) and through it all Chris 
Lord, despite an enormous accident on the Cas- 
trol ’76, accumulated the points; his best drive 
being on the Lakeland Stages. Only Bernard 
Banning of these leading six had a truly dis- 
appointing season, for Bernard has more than 
enough talent to be a regular winner. 

Organising a commercial championship is a 
difficult and time-consuming task. Thus any criti- 
cism of the events themselves must be qualified 
by an understanding of exactly which events 
were available at any one particular time and 
how important these events are too (often clash- 
ing) commercial interests, ‘ 

Castrol’s series aims to strike a balance 
between the premier RAC series and the Pirelli/ 
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International Welsh 
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Drivers overall 
1 David Stokes 

2 Tony Drummond 
3 Paul Faulkner 
4 George Hill 

5 Russell Brookes 
6 Andy Dawson 
7 Richard lliffe 

8 Mike Rawson 

9 Graham Elsmore 
10 Tony Pond 

11 Malcolm Wilson 
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Co-drivers overall 
1 Phil Short 1 
2 Bill Andrews 
3 Monty Peters 
4 Peter Valentine 
5 Stuart Harrold 
6 Chris Gray 
7 John Davies 
8 Derek Tucker 
9 Tony McMahon 

10 John Brown 
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CCC clubmen’s championship, giving stage rally 
debutantes their chance to drive over the best of 
British forestry in a rather less rarified atmos- 
phere than they might find at the top. 

The 1976 championship was clearly a great 
success despite continual escalating costs and 
only the Tavern Rally was in any fundamental 
way found wanting in organisational terms. 

As a promotional platform the Arkell was a 
greater success than it was as a stage rally, 
while cleanable tests on the Lakeland Stages 
proved to be one of the few justifiable moans. 

Next year’s championship looks very interest- 
ing on paper. Great efforts have been made to 
keep costs down and interest is running at an 
extra-ordinarily high level in these times of 
Britain’s financial embarrassment. It is to be 
hoped that the great social atmosphere of cama- 
raderie and joie de vivre which has pervaded the 
competitiveness over the past three years is to 
continue. We’ll drink to that! 
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Our reporter stares steadfastly forward while Bandama winner Timo Makinen presses on. 


Makinen wins on the lvory Coast 


Makinen gives Peugeot V6 Coupe first win—Peugeot in first five 
organiser—Report and photographs : HENRY LIDDON 


The 5000kms route for the Eighth Ban- 
dama Rally on the Ivory Coast was similar 
in concept to the 1975 event starting on 
the coast in hot and humid Abidjan (unfor- 
tunately this year at the ungodly hour 
of 6.15am). Divided into four sections 
with the overnight halts at the sumptious 
Hotel President in Yamoussoukro while 
the finish was back in Abidjan. 

Owing to the lack of experienced time- 
keepers, Jean Claude Bertrand, the 
architect and dictator of the event, ran 
virtually a whole day’s rallying himself 
(excluding the passage controls) with a 
time control at 2.11 in the morning and 
a time control at 5.17 that evening; 
while in between these two time controls, 
competitors were required to pass through 
seven passage controls, and traverse a 
distance of some 1580kms in 15 hours; 
in the process visiting the coast’ at 
Tabou the Liberia and Guinea borders 


“Who loves ya, baby?” E 
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before returning to Yamoussoukro for a 
very well-earned half-night’s sleep before 
re-starting again at 2 o’clock the next 
morning. 

The entire rally was scheduled at over 
a 60mph average so Peugeot, with a 
massive service back-up not unnaturally 
took the first 5 places with Timo 
Makinen/Henry Liddon (the only non- 
French finishers) leading team-mates Jean 
Piere Nicolas/Jean Claude Lefebvre to 
the finish line by lhr 18m 11s; the first 
time that the V6 Coupé has finished an 
event. This was an ideal test for 
the much-improved car before the 
Safari, although like all Peugeots it is still 
far too heavy to be competitive outside 
Africa. 


ENTRY 


Considering the cost of living in the Ivory Coast 
and the difficulties of fitting this event into the 
calendar, the entry of 58 cars was good, with 
the chief threat to Peugeot domination being 
provided by the Gitannes-entered Alpine 310 of 
Jean Ragnotti/Jacques Jaubert, two Ford 
RS2000s from Ford France/BP originally prepared 
in Boreham for Chasseuil/Sainpy; five Toyotas, 
seven Renaults and eight Datsuns. 

The Peugeot attack being headed by Mikkola/ 
Todt in the new V6 Coupé, with Nicolas/ 
Lefebvre very ably supported by Le Mans hero 
Henry Pescarolo and journalist “JuJu” Flocon. 
Christine Dacremont with Yvonne Vanoni were 
looking for ladies honours in their team Ascepto- 
gyl 504. Among the numerous supporters of this 
marque was Jean Guichet who was using his own 
car which had come straight from the Moroccan 
Rally still festooned with its rally plates and 
trans-Saharan dust! 


RALLY 


a ee ee eee ee 
Situated some 15kms from the capital is the 


special stage of Djibi, a circuit of a little over 


places—single-handed timekeeping by 


1km with two vicious jumps and numerous sandy 
bends to trap the unwary. Attempted twice, the 
results of this special stage determined the start- 
ing order which, in an event prone to extreme 
dust conditions, can be decisive; although as so 
often happens on open road events, the leading 
car will run into problems, as happened in the 
1976 Safari. 


The first cars started the Djibi stage soon 
after 8 o’clock in the morning, with Henry 
Pescarolo soon making fastest time although Jean 
Guichet in his near standard car was only 9s 
slower. The arrival of Mikkola in the new V6 
Coupé caused a stir in the crowd, and driving 
very quietly (for him!), Hannu was still some 
4.1s quicker than Pescarolo! Around mid-day it 
was Makinen’s turn and, using Michelin Nora 
tyres which he had been testing the ‘previous 
day, he set fastest time of the day — second was 
a very spirited Ragnotti just 2.5s slower than 
the flying Makinen, so from the results of this 
first test, the all important starting order was 
determined. 

Makinen (Peugeot V6), 3m 24.4s; Ragnotti 
(Alpine 310), 3m 26.98; Mikkola (Peugeot V6), 
3m 33.0s; Nicolas (Peugeot 504), 3m 35.3s; 
Assef (Peugeot 504), 3m 35.8s ; Pescarolo (Peugeot 
504), 3m 37.1s; Sainpy (Ford RS2000), 3m 39.7s. 

With dawn breaking over the lagoon, the cars 
left parc-fermé soon after 6.15 in the morning 
for the real start at kilometre 10 which is also 
the start of the small gravel road leading to 
Anyama, Agboville and Abengourou. For this, the 
first section in the rally, a distance of 235kms 
the time allowance was 2hr 21m. Using mainly 
fast roads, the leading crews expected to have 
some 15m to 20m in hand to service and re-fuel 
before the first of the impossible tight sections 
(195kms in lhr 50m) which ran down the border 
with Ghana to the coast near Aboisso, This sec- 
tion slightly shortened from previous years, starts 
on very fast sweeping gravel roads but soon 
deteriorates into narrow forest roads with unex- 
pected mud holes after recent rains. The fastest 
through this section were Mikkola and Makinen 
who both dropped 11m, while next best was 
Pescarolo with 15m, and WNicolas 16m. 

In the midday heat the route returned through 
Abidjan and north again to the roughest section 
of the event Arrah to Kregbe, a winding, twisty 
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forest track with vicious bumps and _ holes, 
although in slightly smoother conditions than 
1975 the time allowance had been cut. On the 
run to this time control the unfortunate Mikkola, 
while overtaking a lorry in the dust, hit an 
unseen bump, bending the suspension and trans- 
mission of his Coupé. 

Makinen was fastest on all the remaining 
sections to Yamoussoukro where cars began 
arriving around 7 o’clock in the evening after 
the first of the four loops with already many 
cars in serious trouble, including Ragnotti whose 
suspension on his Alpine was nearly beyond 
repair. . 

The classification at the end of loop 1 was 


as follows: lst, Makinen (Peugeot V6), 26m 
24s; 2nd, Nicolas (Peugeot 504), 37m 
35s; 3rd, Pescarolo (Peugeot 504), 37m 
37s; 4th, Assef (Peugeot 504), 47m 35s; 


5th, Chasseuil (Ford Escort), 48m 40s; 6th, Mik- 
kola (Peugeot V6), 51m 33s. 

Re-starting at 2 o’clock in the morning with 
3m intervals, Makinen merely had to stay 
in front, setting his own pace, while his nearest 
challengers dropped farther and farther back in 
the dust, a very happy position to be in! 

The first section away from parc fermé was an 
llm blast for 20kms which left no time for 
service to Logbakro and which was the 
start of the 1,580km section, virtually around 
a quarter of the country back to Yamous- 
soukro. The route then immediately went on to 
small tracks through forests, heading generally 
south towards the coast, but within 20kms, 
the leading car had stopped and Makinen 
and Liddon were looking desperately at the fuel 
lines, pumps and tank for a leak as they had 
both smelt petrol. With the engine switched off 
there was still nothing to see, and they continued 
for a few kilometres when the engine compart- 
ment suddenly burst into flames, Makinen 
struggled to bring the car to a halt while in 
choking smoke and fumes, Liddon extracted the 
safety pin from the fire extinguisher by his feet. 
The system worked instantly, and when it had 
exhausted itself, the crew surveyed the burnt 
remains of the wiring and insulation under the 
bonnet. By now lights were appearing and a 
warning triangle was erected in the nick of time. 
The situation seemed hopeless but a loose petrol 
union was discovered, some charred ignition 
leads re-insulated and miraculously the engine 
fired, although the plastic brake reservoir and 
radiator fan were both badly burnt and distorted. 

But then a still more serious problem arose! 
The outer cable of the accelerator was burnt, 
but by re-jigging the whole assembly, Makinen 
again had a passable throttle: and the crew 
could continue. Now way down on time and 
travelling slowly in the impossibly thick dust of 
the slower cars, they struggled on. For hour 
after hour the route continued down towards 
the timber exporting centres of Sassandra and 
San Pedro and as daylight came Makinen over- 
took the last of the slower cars and pulled into 
a routine Peugeot service point to learn that 
Mikkola had retired in the night with broken 
transmission and that he was the sole surviving 
Coupé. He was lhr late at this time with 
some 100kms still to go, including the 
notorious Tabou to Guiglo section with its 
300 wooden bridges. This left some interesting 
mathematical calculations if they were to 
arrive at the next time control on schedule, 
so with only their four team-mates in 
front, the Coupé was given its head from the 
coast to Man, where another service crew 
awaited the team in the hot midday sun. 

With faster roads now, problems were coming 
thick and fast—Assef uncharacteristically over- 
cooked it, hit a bank and bent the rear suspen- 
sion near Sifie, while Chasseuil had retired the 
leading RS2000 with alternator trouble. 

The Toyota team were suffering innumerable 


Jean Ragnotti’s Alpine 310. 
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Timo assists native bridge-builders during the recce. 


problems—two of their cars being out with 
stub-axle failure, with Cerf and Regnier rolling 
the car in the process, Martine Regnier being 
taken by the organisers’ aircraft back to Abidjan 
with a broken foot. 


Prive, in his Renault 17 (the winner of the 
first Abidjan to Nice Rally) was forced to retire 
with electrical faults. 

At the time control at the end of this mam- 
moth section there was considerable service 
activity with both Nicolas and Pescarolo having 
ample time and being the only cars without 
penalty on the 15hr section. Makinen arrived 
with some iim in hand and wisely chose 
to drop a further 3m while completing a 
shock absorber change and general service, still 
retaining his lead by 8m and thus pole-position 
for the next loop. 

Again the re-start was at 2 o’clock in the 
morning, the 19 remaining cars were faced with 
a 48km section in 25m which, like the previous 
morning allowed no time for service, There then 
followed the 85km section from Tiebissou to 
Dimbokro set at an impossible average speed— 
Makinen with a clear run was over 7m quicker 
than his nearest rival and on re-joining the tar- 
mac, changed his brake pads as a precaution 
before starting the second marathon section, this 
time 1310kms in 13hrs, which went up 
towards Upper Volta and within a few kilo- 
metres of Mali. 

By Dabakala, a passage control and service 
point, Makinen was some 20m ahead of 
schedule and making up time on the faster roads 
and cool of the early morning, Not so fortunate, 
however, was Assef whose engine blew up with 
connecting rod bolt failure, and Briavoine in his 
Renault 12, who had come up into sixth place 
and was the leading non-Peugeot runner. Unfor- 
tunately for the second year running he rolled 
the car out of contention. 


Sainpy in the remaining Ford Escort RS2000 
retired with a broken axle tube, while Henri 
Pescarolo had a severe transmission vibration 
which was temporarily cured with a bolt in the 
torque tube casing. 


Entering the rougher sections in the extreme 
north west of the country, Makinen was over 30m 
ahead of his schedule and able to drive with 
extreme caution on the sections that in previous 
rallies had eliminated so many cars and, in fact, 
had severely damaged three of the Peugeot prac- 
tice cars during the recce. 


At the passage control near Odienne Jean Todt 
appeared with the news that the other Peugeots 
were well behind so the leading crew were able 
to take a welcome break before continuing on 
the final 300kms to the time control at Kossou. 
Jean Claude Bertrand could not believe that any- 
one could complete his 13hr section with 45m 
in hand, and asked for a sneak preview of 
Makinen’s time-card while they were still ser- 
vicing and before they had reached the time- 
contro] to re-assure himself that all the passage 


controls had been visited ! 

With a Peugeot victory certain, a V6 win a 
probability, and 30m available, a major service 
was undertaken which included front and rear 
suspension, brake pads, and the welding of a 
leaking exhaust manifold. 

The leading car clocked into the time control 
at Yamoussoukro with no sign of any other com- 
petitor and, in fact, the lucky crew had swum 
in the superb pool, showered and dined before 
the next car clocked in! 

Unfortunately, at the final time control, Choteau 
arrived with another competitor on board and 
was instantly disqualified. 

So yet again, at 2 o’clock in the morning the 
cars re-started, this time at 5m intervals with 
Makinen holding over an hour’s lead from team- 
mate Nicolas. Passing for the third time through 
the section Tiebissou to Dimbokro, the coupé 
was driven with extreme caution, so much so 
that on the Arrah to Kregbe section Makinen lost 
22m, as opposed to an electrifying 8m the first 
time through. 

Back through Abidjan to the last impossible 
section Mafere back up to Abengourou and on 
the narrow roads, the thoughts were ever present 
of an oncoming timber lorry — Makinen took no 
chances and at around 2 o’clock in the afternoon, 
returned to the finish time control in Abidjan, 
lhr 18m in front of Nicolas! A great tacting win 
for Makinen and morale booster for him after 
a depressing RAC rally. 

The event is improving with every year and 
will be a qualifier for the driver’s championship 
in 1977. J. C. Bertrand could well be on his way 
to fulfilling his ambition of gaining full world 
championship status for this marathon of the 
Ivory Coast. With even more co-operation from 
the police and army in closing the public roads, 
the event may well become one of the few great 
non-special stage events in the world. 


8eme Rallye Du Bandama 

» TT. Makinen/H. Liddon (Peugeot 504 V6) 01.44.24.04; 

P. Nicolas/J. C, Lefebvre (Peugeot 504 03.02.35,.03; 
Pescarolo/G Flocon (Peugeot 504) 04, . 
Dacremont/Y. Vanoni (Peugeot 504) 05.16.50.03; 
Guichet/J. De Alexandris (Peugeot 504) 05.48.46.02; 
Ambrosino/J, R. Bureau (Datsun 180) 11.02.46.00; 
F. Vincens/J. P, Faure (Mitsubishi Colt) 13.24.00.09; 
Genestier/J. Lemordant (Datsun 240Z) 13.32.02.03. 
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Primitive recce refuelling. 


In an occasional series of articles, 
one of motor racing’s most out- 
going and personable characters, 
Gerry Marshall, discusses the 
past year in motor racing, and 
looks forward to an_ exciting 
year’s sport where he will be 
driving no less than five cars 


I can’t think of the biggest disappointment of 
the year, but definitely Spa and the Tour of 
Britain share that dubious privilege: Spa be- 
cause we’d gone 22} hours without a drink, which 
was a great wasted opportunity — particularly 
as we were sponsored by Gulf who had the big- 
gest and bestest tent and beer facilities there — 
but also as it was a great bit of British flag- 
waving and we would have liked to have been 
first British car home, even if my Italian co- 
driver (according to the programme anyway) was 
Signor or Signorina Lanfranchi! It would have 
been a good effort. 

Of course the Tour of Britain was another 
disaster because we’d just run out of time to 
prepare the cars. The car was ready two days 
before the event and, even with the star cast of 
James Hunt and Noel Edmonds, we never really 
recovered from the lack of preparation in time. 
I had a clutch problem which kept breaking 
gearboxes and, although Will Sparrow and I 
finished third and fourth, we should really have 
been first and second. However, there’s always 
next year, although latest reports suggest that 
this is not going to happen. 

Greatest pleasure this year was possibly win- 
ning the Group One class of the Keith Prowse 
championship in the Vauxhall Magnum which 
happened against all predictions and odds and I 
must say that although I’ve been geeing Vaux- 
halls up for a long time that the car is competi- 
tive, even I was surprised when we proved the 
point, particularly as we only had 183/184 horse- 
power and we were competing against the Dolo- 
mites with their much vaunted 200-plus bhp. How- 
ever, as the season progressed, we realised that 
ours must be different sized horses to theirs and 
then they started saying that they’d detuned for 
reliability. Whether this was true or not I don’t 
know. Certainly we were in there running at the 
end of the season whereas at the beginning of 
the season we were trying to keep up with Andy 
Rouse and beating him only when he broke 
down. At the end we were actually beating him 
on performance as well. If only we’d done a bit 
more development at the beginning of the sea- 
son we’d have been a lot quicker, for although we 
had the same top end power we gained in the 
mid ranges and that was where the performances 
came from. Suddenly, from Mallory Park on- 
wards, we were in there with more than a 
chance. 

I think the most pleasant surprise this year 
was working with Denny Hulme on the Texaco 
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Tour. I hope most of the readers know that he 
drove the Mayfair Opel Commodore that Tony 
Lanfranchi normally (or abnormally) drove for 
Marshall Wingfield last year. Denny drove the 
car throughout the whole event without a failure, 
it would appear to have had no damage done 
to it and, having seen the photographs of the 
car yumping in the Texaco film, I’m amazed it 
finished. A fabulous effort and he turned out to 
be a really human guy, drinking his pints of 
lager, ogling the girls’ mammary glands and 
generally being most unlike the way he was 
predicted. 


The other person I found easier to get on 
with than I expected was Colin Vandervell who 
I was ‘told would be protesting everybody, push- 
ing everybody off and generally being nasty and 
objectionable. That just goes to show how false 
reputations are because he turned out to be 
possibly the nicest guy to drive against in Group 
One last year. For some reason or other I 
seemed to spend half my life alongside him in 
the Keith Prowse championship and I can honestly 
say that he never gave me a moment’s trouble 
and I like to think that he could say the same 
thing about me. I was really quite pleased for 
him when he won the last round at Brands Hatch, 
even if it meant that I came second overall. 

Talking about Group One, the things that 
stick out most in my mind are the rapidity with 
which the Broadspeed mechanics could change 
an engine, the road holding of Tom Walkinshaw’s 
Capri, and the straight line performance of 
Gordon Spice’s engine, allied to Chris Craft’s 
bad luck. Poor old “ Doris” did have have a bad 
year and one can only hope that he has a better 
one next year, although I suppose his third overall 
at Le Mans more than made up for that for him. 

The production saloon scene was very fraught 
this year, but I think the problems that we had 
were exaggerated by the members of the press 
and other people because the racing was really 
very good, and this year the accident record was 
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“.. . Divina’s drive at Thruxton 
was one of the best performances 
from a club driver in a long 
STN on "3 
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better than ever before in production saloons. 
Whether this was because of the Kleber RS 
tubeless tyre or not, I’m not quite sure, but 
whatever one says about the Kleber RS, although 
it’s a more costly tyre, it now means that you 
don’t have to have a set of wets and drys which 
I suppose goes a long way towards offsetting the 
expense of tyres in the first place. 

I drove the Hamilton Motors’ Magnum again 
this year and we had 100 per cent reliability 
which is a credit to John, Paul and Terry, and 
the only race retirement we had was when I 
had a tyre burst at Thruxton. In fact we very 
nearly won the championship because we finished 
second overall in the series and won the class but 
unfortunately I had to miss quite a few rounds 
what with racing at Spa and my other com- 
mitments to DTV and wasn’t able to fit all the 
rounds in to win the championship. 

Tony Lanfranchi, as most people will know, 
was driving the Marshall Wingfield Opel this 
year for Mayfair magazine and this turned out 
to be very good at the end of the year after a 
very dubious start. And towards the end it was 
the car to beat. We were very pleased with the 
way that car became competitive although every- 
one predicted that it was a BMW series. I said 
the Opel was a winner at the beginning of the 
year and no one believed me, and I must admit 
that after the first dozen races I was beginning 
to think that I was wrong and they were right. 
Then suddenly Richard Longman and Tony got 
themselves together and it was all systems go 
again. 

The super saloon campaign was a disappoint- 
ment again this year of course because, although 
the racing was quite good, there wasn’t enough 
of it. Everyone was going around saying that 
super saloons are a dead class. which of course 
is nonsense but, if people go around saying it 
for long enough, everyone begins to believe them. 
I believe there’s a great future for super saloons, 
particularly as people keep coming up to me and 


saying there’s just nothing like the sight and. 


sound of those 500bhp monsters on the grid. I 
think a lot of people are just fed up with economy 
formulae. We’re living in a world of austerity 
and economy and petrol at 80p a gallon and beer 
at God knows what these days, I think people 
are really fed up with running on economy 
formulae, We’ve got Formula Ford, FF2000, pro- 
duction saloons, even 5000 is slightly watered 
down with the inclusion of two-litre cars and I 
think the sight of five- or seven-litre engines, 
open exhausts, opposite lock and so on, that’s 
what people really want to see: something 
extravagant and nasty. It’s much more interest- 
ing, particularly as there now appears to be a 
proper gridful of these cars and it’s a shame that 
we haven’t got a proper championship for these 
cars next year. 

Baby Bertha of course disgraced herself a little 
bit this year by breaking down twice, This is 
almost unheard of for a Shepreth-prepared car, 
the first time being when a De Dion tube became 
unwelded at Brands Hatch. This was straight- 
forward fatigue, as was the second retirement 
which was when a piston let go at Silverstone 
and pumped all its oil out. But we can’t really 
complain because we’ve had the same two engines 
for the past three seasons, because these engines 
did service in Big Bertha beforehand, and they 
really have been extremely good and are a credit 
to John Nicholson who has rebuilt them and 
maintained them for us throughout this period. 

People think that Baby Bertha cost a fortune 
to run but apart from the initial cost of building 
and setting it up, we haven’t done a day’s testing 
with it for nearly two years since we built it. 
We did about three days testing and we haven’t 
changed a roll bar or anything this year. It really 
is a cheap car to run on that basis. 

Jock Robertson had a bad time of course this 
year. We got let down badly by Elden at the 
start of the year, in fact we're still trying to 
sort out the problems with them. It seems a pity 
that apart from losing us three months racing 
time, we’re also having difficulty getting our 
money back and having to revert to legal 
measures. 

We bought a Hawke DL14 which was a super 
car but we got it too late, we’d lost confidence 
in the formula and, by the time Jock got himself 
together and the car together, the season was 
nearly over. I also think the fact that I wasn’t 
really interested in single-seaters became 
apparent to Jock as well and this reflected in 
Jock’s performances, and the fact that I wasn’t 
there chivvying him on all the time slowed it all 
down. That’s all history now as far as I’m 
concerned and we’re going on to an Opel Com- 
modore. We’ve got the works Commodore that 
Noel Edmonds drove last year for DOT and 
we'll be running it this year for Mayfair 
magazine with Jock doing the preparation, 
Richard Longman doing the engines and Jock 
driving. This could be really good fun, par- 
ticularly as we’re starting off with a newer car 
than last year—our last year’s car was a bit 
battered before we got it—and you can’t beat 
starting off with good equipment, 

One of the surpris~s of the season was how 
good Divina became in the end, I think a lot of 
people, and I must admit to being one of them, 
thought that Divina was one of Webbie’s pro- 
motional stunts, but she became very good in 
the end. Her drive at Thruxton in the far from 
new Surtees, was, in my opinion, one of the best 
performances from a club driver in a long time. 
Talking of Divina, I suppose one must also 
mention Nick Whiting. He’s building a new V6 
480bhp Mk2 Escort which, by the time this goes 
to print, should be testing. This should be super 
for Nick because he’s been battling with two- 
litres against the five-litre brigade for a long 
time now, and now he’ll know what problems 
the rest of us have getting the power down to 
the road and controlling it. Mind you, one hears 
that they’re having trouble controlling the engine 
on the brake and it’s doing good old V6 Cosworth 
tricks of bursting itself on the brake. However, 
Racing Services would appear to have this under 
control. 


While on the subject of super saloon drivers; 
I mustn’t forget to mention Mick Hill, it says 
here. Having mentioned him we can now go on 
to Strawberry who’s threatening us with an 8.1 
engine which is quite a thought. Can you imagine 
all that power under a slightly grubby oily foot, 
miscontrolled by Strawberry. In fact, there was 
a rumour that he was going to be sponsored by 


AUTOSPORT, JANUARY 6, 1977 


it oll 


te 


The man and his machine: Gerry Marshall and Baby Bertha at Brands Hatch on Boxing Day, perhaps their last outing together. 


Century Oils as they specialise in oil reclamation 
processes. Whether this has come to fruition or 
not we’re not too sure. 

Mind you, the Formula Three brigade are in 
for a shock this year, aren’t they. We can now 
announce the return of the great Jean Pierre Aux, 
or Stubby Kaye as he’s known and loved by all 
the fraternity of the North London motor traders. 
Having had a season’s gardening (“in joke "— 
ask Stubby sometime) he’s threatening us with 
a return in F3. The only problem, of course, being 
that they haven’t managed to build one big 
enough for him yet, He did try, at the end of the 
year at Thruxton, he quietly sneaked out but 
the springs all collapsed. So they put him on a 
crash diet and, having seen him recently on his 
return from his trip to Austria skiing (although 
he pronounced it sheeing and, by the look of 
the bird with him, I’m not surprised), it seems 
to have worked. Maybe that’s how you get weight 
off; I was always told exercise was good for you. 

My father, old Alan Foster, of course threatens 
not to retire. We keep hinting and saying that 
we'll save up and buy him a retirement present, 
but he’s polishing his helmet again, no, not that 
helmet you fool. It is rumoured that the famous 
London Sports Car Centre Marina, as driven by 
Ivan Dutton and yours truly might make a 
comeback if Foster can’t find anything else, 

For myself, I’m going to carry on in Group 
One. This year, I’ve no doubt the Dolomites will 
be a lot more serious opposition because they’re 
rumoured to have all sorts of bits and pieces 
homologated over the winter whereas, of course, 
our car is almost out of production so it’s diffi- 
cult to homologate any new parts for it, The 
Dolomites are rumoured to have Weber carbu- 
retters and bigger brakes which should make all 
the difference to them. I’m building a new super 
saloon. Everybody tells me I’m building a new 
2.3 Chevette super saloon, so it must be right 
because everybody always seems to know more 
about my affairs than I do, and Baby Bertha will 
be going into dishonourable retirement. Of 
course, I’m going to bring out the ex-works Le 
Mans Sunbeam Tiger which has been quietly 
prowling up at Jim Tester’s Northampton work- 
shop and is now ready for racing and we hope 
to give a good account of ourselves in that in 
historic sports car racing. 


Left: Tony Lanfranchi in the Marshall-Wingfield owned Mayfair Opel and Marsha 
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Is that all I’m driving next year? I thought I 
was driving five cars. Oh yes, production saloon- 
wise, we’re in a bit of a cleft stick here because 
the former Radio One championship which I 
suppose one must consider as the premier pro- 
duction saloon car championship, only has a 
3-litre class and Vauxhalls don’t make a 3-litre 
car. I don’t think the opposition would like me 
boring a 2.3 Magnum out to 3 litres .. . although 
I could ask Rod Birley for advice on this 
subject . . . so it looks as though I'll have to 
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. . . everybody tells me I’m 
building a new 2.3 Chevette 
super saloon so it must be 
tes a 


run in the Britax championship with the Magnum 
where there is a 2.5-litre class, but whether we 
can persuade Hamilton Motors to come out of 
retirement and run the car for its fourth season 
I don’t know. If not, I'll have to be there 
cheering Jock along. 

I must say that I’m very pleased to announce 
the continuance of Mayfair sponsorship. They’ve 
been excellent sponsors this year, they gave the 
money and left me alone and, applying the great 
Jim Miller principle, you save the big kill for 
the second season. I’m looking for my ticket 
now.... 

I wouldn’t mind running the Magnum in the 
3-litre championship if they could guarantee 
having all the races run in the wet, but I’ve a 
feeling that this might prove difficult. The other 
drivers might not like it. 

I do hope that this year’s production saloons 
will not be spoilt by the squabbles and that 
Barry Morris is given a free hand to announce 
and state definitely and categorically, in con- 
junction with the RAC as opposed to against 
them this time, what the regulations are, what 
they intend them to be and what they intend to 
keep them as. This year we’ve had so many 
different interpretations and changes of rules, it’s 
not surprising that poor people got caught out 
by. . . . Are we going to be allowed to run 


ll himself in his Hamilton Motors Magnum. 


Kleber RS or not? Are we going to be allowed 
proper steering wheels and seats? . .. no one 
seems to know what’s happening. However, Barry 
Morris is working very hard and there are some 
specification sheets that are going out to all the 
manufacturers, and I’m told that unless they are 
filled in, cars of that make will not be allowed 
to run, and that should give an incentive to 
everybody to fill them in. 

I'd like to see a proper super saloon cham- 
pionship in 1977, particularly in view of the 
effort and trouble that lovely Tony Mayes of 
Tricentrol has put into all this. Even if it’s not 
the Tricentrol championship, I think that super 
saloons definitely deserve to get off the ground 
now. Production saloons appear to be coming of 
age. I think the split between the two champion- 
ships, the Britax and the British Radio one, is a 
good thing and the fact that they run to 
different classifications, one the more serious and 
one the lesser series. I’m very concerned about 
Sports 2000. I’m sure it’s a great idea but I’m 
a little concerned about the costs of running in the 
championship in parallel with FF2000 which, to 
all intents and purposes, is very similar in cost 
and running gear. That turned out to be a much 
more expensive undertaking than I expected it 
to be from my experience with Jock’s car, and 
I think that FF has really come of age and 
must be the best Formula for anybody starting 
in motor racing, although I personally don’t 
know many of the people in it, but that’s 
probably my fault, not their’s. But it’s still a 
competitive formula, ShellSport International; 
5000 that was, is fast establishing itself and I 
must say performances like that of Derek Bell 
in the wet Brands meeting was a real inspiration 
to the lesser lights. It was a pleasure to watch, 
and as I said earlier, there’s no substitute for 
noise and power when it comes to providing the 
spectators with entertainment which is what 
they’re there for. 


I think we need to encourage more personali- 
ties in our sport—the people like Noel Edmonds, 
Cozy Powell, even Divina Galica who are genuine 
motor racing people and, although they have a 
very open public life, they can’t do anything but 
good to the sport. As long as they don’t go 
round spilling my gin and tonic, more power to 
their elbows. 
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Mike Franey in the Maltin Porsche — he won. 


New modsports Porsches 


Two new Porsches _ destined 
for modsports appeared at the 
Christmas Brands Hatch, and with 
Startling different results. The first 
was the works built ex-Peter Lovett 
Carrera which had been bought and 
considerably modified by Charles 
Ivey. Sadly, this car never made the 
grid as Ivey tried to squeeze through 
a small gap between two cars in the 
slippery first session of practice, 
found it was too small and ended 
up against the pits Armco, even 
further modifying the car and 
necessitating instant retirement 
from the proceedings. Poor Ivey, 
who'd apparently spent a large sum 
of money on the venture, returned 
home a disillusioned man. The car 
featured coil springs and various 
tweaks that Ivey had gleaned from 
Erwin Kremer, the German Porsche 
specialist. 

The other new car was that driven 
by Mike Franey. To Britain, it’s a 
completely new car, bought by Chris 
Maltin of Maltin Car Concession- 
aires, Ferrari and Lamborghini 


agents of Henley-on-Thames. For- 
merly, this Carrera has rallied in 
Spain and was on the tracks in 
rather unsorted condition for the 
first time. The car is*sponsored by 
Maltin and the DCM TR Centre 
jointly, and prepared by Rob Mc- 
Ewen. 

Franey had rather more luck with 
his venture than Ivey and absolutely 
shot off the line from the middle of 
the front row of the grid but the 
lack of sorting meant that the car 
wouldn’t really go round Clearways, 
and the giant killing and pole win- 
ning Davrian of Bob Jarvis chal- 
lenged for a lap or two before 
retiring. This left former E-type 
driver Franey with an easy victory. 

The future plans for Franey’s 
Maltin sponsored car are uncertain. 
This outing was really just an ex- 
periment, and the destiny of the 
car is uncertain. Ivey will be racing 
his car in modsports next year, so 
John Cooper’s lap records around 
the country from 1976 may well 
take a battering. 


Fisher buys 
Porsche 


Michael Fisher, the owner of Casbah 
fashion house and occasional His- 
toric and Classic Car competitor, 
has bought the BARC modsports 
championship winning Porsche 911 
hich John Cooper used to such 
zood effect this year. Fisher is eager 
10 follow almost the exact competi- 
‘ion programme of Cooper, including 
‘aking in the Silverstone Six Hours 
Sroup 5 race in which Cooper did so 
well. Fisher has previously raced 
yoth a Ferrari and Jaguar Light- 
weight E in Classic Car races, and 
was at one time a sponsor of Danny 
Sullivan in Formula Three. 


Michael 
hiddings 


the end of season meeting at Brands 
adly saw the third death in racing 
his year, that of Formula Ford 
lriver Michael Giddings. Giddings 
vas a relative newcomer to racing 
vith an elderly Dulon. He went off 
ut of Graham Hill Bend, onto the 
Tass and on rejoining, spun in the 
rack. Following drivers in this first 
ap of the race mainly managed to 
void him, but he was T-boned by 

driver who didn’t have anywhere 

Ise to go. 

Giddings, a television cameraman, 
‘ame from Bristol, and it is to his 
amily and friends that AUTOSsPoRT 
xtend its sincere sympathy at this 
ime of their loss, 


6 


Rally car 
test 
sessions 


Two Midland clubs ran special stage 
practice day events during the 
Christmas holiday. At the Park Hall 
camp near Oswestry, some 20 drivers 
turned out to try their rally cars, 
and over at Marchington in Derby- 
shire there was a full entry of 40 
cars for the South Derbyshire prac- 
tice session. 

At the Welsh Border event near 
Oswestry Bryn Lloyd turned up with 
the ex-John Edwards-Parton Mk 1 
Escort which he will use in the 
West Midland Championship this 
year along with Jim Thompson. 

Several cars ran into quite serious 

trouble over at the tarmac stage at 
the old ordnance depot at Marching- 
ton. Mike Dickens broke the crank 
on his RS2000, and Tim Rix broke 
the diff on his RS1600. Brian Furner 
modified the front of his 3-litre Capri 
quite extensively when the throttle 
stuck open and he clobbered an iron 
gatepost. Among the fastest were 
Mike Hutchinson with the Lloyds 
of Stafford Mexico, and John Haden 
with a new (for him) RS2000. Stuart 
Grainger turned up for the first time 
with a Datsun coupe. 
@ Among the drivers currently look- 
ing closely at Sports 2000 are John 
Brindley, the singe ps saloon car 
driver, and Chris Alord, the pro- 
duction sports car man, 


Lloyd goes 
FF2000 


The reigning F1300 champion, Phil 
Lloyd, is currently constructing his 
own FF2000 car, in which he intends 
to contest both championships next 
season. 

Last year, Lloyd, a 26-year-old 
research engineer at Imperial 
College, London, won eight rounds 
of the F1300 championship in his 
son semaned and constructed Nomad 


The new car, to be called another 
Nomad, is of conventional design 
and will be powered by his own ver- 
sion of the Ford Pinto. Currently, 
he’s on the look out for sponsorship 
for this truly privateer effort, but 
intends to go ahead come what may. 


Blanchard: 
TBN 


The first Sports 2000 was raced at 
the Christmas Brands Hatch meeting 
in the hands of former FF2000 
driver Frank Blanchard. The car had 
been prepared by Racecare Services, 
and was entitled the TBN which 
meant that it didn’t really have a 
name. The bodywork came from a 
Vitesse, the F1300 variety, not the 
ee type, and while the car 
looked really very nice and well pre- 
pared, it was an early retirement. 
Blanchard is obviously intending to 
be a permanent Sports 2000 com- 
petitor and is the first man to 
actually be seen testing and racing 
his car. : 


Testing 
problems 


After six weeks of frustrating test- 
ing dates at Silverstone, Brands 
Hatch and Snetterton, Cheshire 
FF2000 racing driver Stuart Baird 
said: “It is almost impossible to 
do development testing in Britain 
this winter,” 


He and Tiff Needell have been 
test driving the new works Hawke 
FF2000 but, said Baird: “ We've had 
fog, snow, ice and torrential rain, 
In Christmas week I did a 500-mile 
round trip to Snetterton and did 
just one lap of the foggy circuit 
before testing had to stop for the 
day, 

“I’ve spent more time sitting in 
a Silverstone pub than I have in 
a racing car. In fact, we had only 
one decent day in six weeks.” 


But even in bad weather the 
Hawke was lapping at times near 
the lap records. 


Baird has received an offer from 
a works FF2000 team for next year 
but he has made no decision ‘about 
it yet. Backing for him will continue 
from Brookhire, Liverpool. 


@ The Joe Goodwin January Rally, 
to be run on January 15/16, will be 
over a 130 mile route using map 97. 
This Kirkby Lonsdale MC organised 
event will start and finish at the 
Burton Service area on the M6. Regs 
are now out and there’s a maximum 
of 75 entries. Regs from Mrs Mary 
Capstick, Fleshbeck Cottage, Man- 
sergh. 
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Jim Walsh —“ no more.” 


Walsh calls 
it a day | 


It is always sad to see a driver 
having to pull out due to lack of 
finance, but even worse to see a 
champion saying “no more’. But 
this is all Jim Walsh had to say at 
Brands Hatch after Christmas, when, 
he claimed, he was having his last 
race of 1976 and 1977. He was 
driving a Shellsport Escort, to which 
he was unaccustomed and put on a 
good show, challenging John Cooper 
hard for third position, despite the 
presence of many other saloon men, 

Walsh’s problem is that he hasn’t 
really had any money to run cars 
for the past three seasons, and run- 
ing his own show again in 1977 
would be green it too far, so 
Walsh has decided to pull out. 
Walsh’s career has been almost 
entirely in Formula Ford where he’s 
had considerable success, mainly at 
his native Silverstone although he’s 
also shone in the BARC’s Formula 
Ford series. Now, it seems, it’s all 
over for the talented Northampton 
man, 


Morey’s 
Mallock 


Bob Morey, a Mini special saloon 
car driver, is the proud new owner 
of Alex Ferrada’s B class Clubmans 
car that was last year supported by 
Ace Plant. Morey, from Grimsby, 
has raced the Mini for three years 
with support from R. G. Carter 
(Kings Lynn) Ltd, an East Anglian 
building contractor. However, after 
a number of successful seasons, the 
kind sponsor has bought the Brian 
Mitcham-owned U2 Mk16 which won 
both the Oceanair and Tricentrol 
championships last year, and when 
Morey can be persuaded to sit 
out in the rain and cold, he will 
drive the car in the Oceanair Club- 
mans series. However, he will re- 
tain the Mini to do a few local 
races at Cadwell Park. 


@ A film show of movies from “The 
Vintage Years” of such cars as Bent- 
leys, Bugattis and Mercedes right 
through to a lap of Monaco courtesy 
of Carlos Reutemann’s Brabham 
this year takes place at the Com- 
monwealth Institute on Wednesday, 
February 23 at 6.45 pm. Among 
the other films are Le Mans ’76, a 
world premier, and a film about 
early aeroplanes. Numbered tickets 
are available for £1 from Aston 
Martin Owners Club, 103 London 
Road, Braintree, Essex with SAE. 
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Harrold gets his 
just desserts 


The bitter cold and a slippery track 
were the ideal conditions for Peter 
Harrold at TEAC’s Snetterton rally- 


cross on Boxing Day, the local far- 
mer being convincingly ahead of the 
rest on his two scoring runs. Only a 
neurotic fuel pump on run two pre- 
vented the Autocavan VW driver 
from adding a further £20 for fastest 
aggregate of three runs to the £50 
already claimed for BTD. 

With the track now much 
smoother then at earlier events and 
with the acknowledged masters of 
rallycross coming up with some 
excellent seeding of the entries, the 
racing was such that some of the 
casual spectators could well become 
regulars. 

Kim Billings’ 1500cc Mini led the 
first race of the opening runs but 
became perched on top of a bank 
leaving Ivan Noakes’ smart 1300 Mk 
2 Escort to win. The second race 
saw only one finisher, that being 
Chris Gamble, whose Escort-BDA 
had a puncture, as did John Clark 
(Porsche) who retired after a spin 
and after Ron Johnson hit the bank 
at the top of the Pit with his Elan. 
Graham Reeves made his competi- 
tion debut in the next race and won 
it easily in his 1500 Mini while the 
rest fought their way through the 
smokescreen put up by Ian Turner’s 
Escort until the latter pulled off with 
flames appearing under the car. 

After a false start Bruce Rushton 
also pulled off a first win with his 
new Escort-BDA but Will Gollop’s 
Saab was close throughout. Graham 
and Barry Hathaway in Escort T/C 
and Mini had a frantic three laps in 
the sixth race with the Mini closin, 
up at the Hairpin on every lap. 
Peter Harrold had a job keeping 
Derek Scarrow (Mini) at bay on the 
first lap of the next race until Colin 
Richards (Escort) hit the Mini on 
the exit from the Pit. However, the 
red flag was out for a false start 
and the re-run saw a better start 
from Harrold and an easy win for 
the Scarrow squeezed past 
Richards for second on the last lap. 

The first race of the second runs 
saw more trouble for Ron Johnson 


Peter Harrold at Snetterton, gaining 
victory. 
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and Ian Turner, the Elan half spin- 
ning on the Norwich straight and 
being clouted by the Escort, Reg 
Ashmore (1.0 Mini) had his best day 
for some while and had a wheel to 
wheel effort with David Scott’s 1300 
Mini in his second race, the latter 
spinning on the last lap at the slimy 

airpin. More drama ensued in the 
next heat; Colin Page lost a tyre 
after an early spin and came across 
a slowing Mini of Mike Lambert at 
the top of the Pit. The Escort hit 
the back of the slower car and was 
launched into the infield where it 
landed on one wheel but somehow 
stayed upright; Colin Slaughter’s 
Skoda took the race. Bruce Rushton 
won his second race after Graham 
Reeves spun out but tut besr race 
of the second runs came next with 
Colin Richards fighting his way to 
the front after a poor start and 
Scarrow somehow finding a way 
past the improving John Greasley 
and Porsche. With Peter Harrold 
retiring while in the lead Barry 
Hathaway had his first win by quite 
a long distance from Graham H. 


Notable drives from the third runs 
were first a win for Reg Ashmore 
and another for Graham Reeves 
with Noakes’ Escort running off the 
track at Turn One with no vision. 
Chris Gamble . (Escort-BDA) _ pre- 
vented Bruce Rushton from having a 
third win, the latter only taking 
second by courtesy of a spin from 
Kim __ Billings’ Mini. Greasley’s 
Porsche outdragged Harrold’s VW 
for the first 50 yards of their last 
race but after that it was Harrold 
putting BTD completely out of 
reach. Colin Richards made a superb 
start in the last race of the after- 
noon but for all three laps Barry and 
Graham Hathaway were right up 
with the black Escort and Scarrow’s 
Mini was only just behind them. 


BTD: Peter Harrold (2.0 Volkswagen), 
3m 05.7s; 2, Colin Richards (2.0 Ford Escort- 
BDA), 3m 08.8s; 3, Barry Hathaway (1.5 BMC 
Mini), 3m 09.2s; 4, Graham Hathaway (1.6 
Ford Escort T/C); 3m 10.2s; 5, Nobby Cress- 
well (2.0 Ford Escort BDA), 3m 1l.ls; 6, 
Derek Scarrow (1.5 BMC Mini), 3m 11.5s. 

Best aggregate of three runs: 1, Barry Hath- 
away; 2, Graham Hathaway; 3, Cresswell. 


valuable points for a long overdue 


BTRDA dates 


The BTRDA Rallycross champion- 
ship does seem to be .in some 
trouble, for the Longridge event last 
weekend was meant to be a round 
but is no longer. Instead, the Long 
Marston event on January 3 was 
substituted. The Brands event on 
January 30 has no forseeable prob- 
lems but the round that was to be 
at Llandow is unlikely to be held 
due to the track being up for sale. 
However, a Brands date may sub- 
stitute. March 6 at Knockhill has 
been cancelled as the venue will 
not be re-opened in time although a 
replacement round will be arranged 
if possible, while March 20 at Snet- 
terton presents no problems, The 
final Long Marston may be post- 
poned to secure additional publicity, 
but otherwise, no problems. 


The full BTRDA calendar reads as 
follows: 


Autotests:, March 13, Sevenoaks and OMC; 
March 27, Harrow CC; April 3, ree e and 
OLCC; April 17, April 24, 
h IMC; 
15, Eastern Counties MC; May 22, 

Southampton MC; 
» Rhyl and DMC; June 25, Scottish 
June 26, Cumberland SCC; Lie 10, 
her- 


SCC; 
Airedale and Pennine MCC; July 17, 


wood Forest MC; August 7, Hartlepoo| and 
DMC; September 4, Duniop MC (Birming- 
ham); September 11, White Horse Me: 


October 62CC, 

Autocross (provisional); South West and 
South Wales: April 10, South Hams MC; May 
15, Bristol MC and LCC; June 19, 
Counties CC; July 3, Exeter MC; J 
Bournemouth MC, South East: 

| MC; July 10, 


Valley MC; June 12, EM 

Chelmsford MC; August 7, Winchester DMC; 
ome date to be announced. Midlands, North 
West and North Wales: May 22, Owen MC; 


June 6, rage he DLCC; June 26, Mid- 


land Manor ; July 17, Lancashire and 
Cheshire CC; August 21, Rhyl and DMC, 
Final, August 28, Woolbridge MC, 


Silver Star Rally; remaining events: Januar: 
8/9, -Karebrand Rally; February 5/6, Weis 
Mermaid Rally; February 26/27, Agbo Rally; 
April 2/3, Servals Rally; April 16/97. Border 
Uniflo; July 23/24, Calderford Trophy Rally; 
remaining events to be announced, 

Production car trials, provisional: February 
6, Tocky Bonk; April 3, Grand Cup; April 10, 
Cotswold; April 24, Warwickshire, Cymru; 
May 15, Ernie Williams; September 11, Jack 
Sivey; September 25, Whaddon Worgle; 
October 16, Ernest Owen; October 23, Rob 
Walker; November 6, Autumn Sporting; Nov- 
ember 20, Duckhams. 

Castrol/BTRDA Clubmans rallycross cham- 
pionship; remaining events: January 30, Brands 
Hatch; February 27, Brands Hatch (?); March 
20, Snetterton; April 3, Long Marston. 


Trials championship, remaining events: 
January 9, Harrison Trophy; Januar 16, 
Brian Lewis; January 23, Kitching; February 


6, Geoff Taylor; February 13, Charles Pollard; 
February 20; Wilshire; February 27, MAC 


Cup; March 6, Colmore; March 13, 4/44; 
March 20, Derbyshire; March 27, Jacobean; 
Apri! 3, Maybug Further events to be an- 


nounced 


The Hathaways 
arrive 


As well as the arrival of Graham 
Reeves to add yet another set of 
brothers to the list of those already 
Rally/Autocrossing, Boxing Day at 
Snetterton saw other examples of 
brotherly love. Aiter an abortive 
effort at the circuit in November 
when his gearbox expired Barr 
Hathway was back with 1500 Swif- 
tune prepared Mini to beat Brother 
Graham’s 1600 Escort T/C by one 
second to third place overall and 
also in the aggregate for the three 
runs award, the score for the day 
being two races to Barry, one to 
Graham and to add insult to injury, 
the Mini nerfed the Escort heftily 
up the tail at the start of the second 
race together. The Rushton brothers 
were also present with Bill taking 
over Bruce’s 1600 Mini while the 
latter had his first taste of 2-litre 
BDA Escort power with his ex-Dave 
Fuell car recently purchased and 
finished tenth overall. 


@ Stirling Moss will be presenting 
the championship trophies at the 750 
MC dinner and dance at the Lord's 
banqueting suite, Lords cricket 
ground on the evening of January 8. 
Tickets are now available from Dave 
Bradley, 16 Woodstock Road, 
Witney; Oxon OX8 6DT, at £5.75 


each. 


David MacPherson — 1977 drive. 


MacPherson 
for Hensley 


Although they weren’t in the nev 
Dulon MP20, Ken Hensley Racin 
team were out in force at th 
Christmas Brands with two driver: 
The first was their regular 197 
man, David MacPherson who has 
permanent place in the team whil 
the second was former kartist Ne 
Betteridge who’ll probably continu 
to race with the team in FF200 
this year. Last year’s champion Ia 
Taylor, while entered, wasn’t we 
and didn’t race but is racing in F 
for Unipart next year anyway. 


Porsche v 
Ferrari at 
Thruxton 


The Thruxton meeting on Easte 
Monday could see a really tremend 
ous battle between the odd Ferra 
512 and any Porsche 917s which ca 
be found. The occasion is a Ferrai 
versus Porsche match and as Geo: 
frey Eaton of the Ferrari Owner 
Club expects to field a strong tear 
of 512s and 312s, he expects th 
Porsche Club to field such exotic 
as 917s. There’s a rather tamer rac 
for modsports and production plu 
cars which could also field a fai 
entry of Porsches and Ferraris 
Entries and some start money ma’ 
be paid for the right entries. 


Gillam champion 


The RAFMSA road rally champion 
ship was concluded on Novembe 
6/7 with the Welsh Mewla Rally 
the final event in the twelve roun 
series of which the best eight perfor 
mances counted. First driver wa 
Pete Gillam with 70 points to th 
39 of second man Steve Walker 
while winning navigator was Marth 
Headland who had 76 points to thi 
66 of second man Dave Boulton 
Best international success was thi 
16th overall and third in class posi 
tion on the Texaco Tour of Joh 
Dignan and Bill Ryall. The firs 
round of their 1977 road rally seaso: 
is the West Essex CC Karebram 
Cloverleaf rally on January 8/9. 


@ The Circle and Harrow Car Club: 
are once again organising the only 
sprint at Brands on February 13 
The event attracts a wide variety o 
saloon and sports cars, excludin; 
open wheelers and there are num 
erous classic car entries. Practic 
commences at 9 am and official timec 
runs start at 12.30. Admission anc 
programmes are kept to a minimur 
charge in order to encourage spec: 
tators, 
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Brands snowed off | 


The programme said the BRSCC 
were staging six races at Brands 
Hatch on Sunday, but what really 
happened was something quite 
different—a race against the weather 
headed by the ShellSport Escort of 
David Purley and comprising a field 
of breakdown trucks, rescue vans, 
fire tenders and marshals’ private 
cars as they all tried to beat the 
dreaded enemy, snow. 

Dark clouds released their con- 
tents slap in the middle of practice, 
forcing a halt to the fourth session 
when visibility rather than track 
conditions became a problem. As 
soon as the cars stopped circulating 
the track got whiter by the second. 
Cancellation looked inevitable, but 
the news that places only two or 
three miles from the track were un- 
affected prompted the track-clearing 


efforts. However, even the best 
efforts could not completely clear 
the slush and, as heavy snowfall 
continued, the stewards decided not 
to prolong the agony. 

Unlike some fellow competitors, 
David Purley at least managed a 
dozen or so laps of the track and 
there’s no truth in the rumour that 
a search party was being formed 
when he disappeared with attractive 
female passenger onto the Grand 
Prix circuit ! On a final fast 
demonstration lap which helped the 
stewards to decide that conditions 
were too bad to continue, he even 
managed to frighten his friendly 
rival Derek Bell into breaking the 
world record for a backwards leap 
from a standing start as the Escort 
veered wildly towards the oil flag- 
waving Bell on the start line. 


Snowmobile racing? Well, certainly not motor racing. This was the scene 
at Brands on Sunday. 


Cox is champion 
despite second 


Although beaten into second place at 
the final round of the Harrow CC’s 
club championship, Peter Cox is the 
new club champion for 1976. 
Cox, in his Sprite, finished 6 s 
down on Dennis Crome (Midget) at 
the club’s annual Christmas auto- 
tests at Brunel University near 
Uxbridge, but beat Crome by one 
point to regain the club’s champion- 
ship for the first time for three 


years. 

With the best time to count from 
eight tests done twice, Crome ended 
the day on 241.6s to repeat his 
1975 win. Cox beat him on two 
tests but Crome proved the master 
of the others. 

Best class battle was among the 
big saloons, where only 6s covered 
the first three. Taking the lead with 
two tests to go John Roseblade 
(Mexico) ended the day 3 s up on 
Robin Rees (RS2000) with his brother 
Tony, in another RS2000, a further 


3s away in third spot. 
Overali: OD. Crome (MG Midget), 241.6s. 
Class winners: A. Longhurst (Mini), 274.0s; 
J. Brown (VW), 287.2s; J. Roseblade (Ford 
bree Mexico), 289.4s; P. Cox (AH Sprite), 
els. 


SSS 
Rob Cochran is making a comeback to Clubmans once again in a Bladon, 
this time with sponsorship from the Ashfield Garage of Burton on Trent, 
Datsun dealers who are tempting Cochran back to the tracks with a 
Datsun 260Z to drive to the circuits and a caravan to lounge about in when 
he gets there. Cochran has been off the tracks for the past three years but 
is looking forward to driving at his local Donington circuit in particular. 


aos 


He will contest the SKF Steel Ltd championship. 


ASHFIELD 
SUPERSPO ff 
BRLT 
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Rallycross 
at Mallory 
— Official 


The first ever rallycross to be held 
at Mallory Park has been arranged 
for February 6 and it will be a 
round of the Castrol/BTRDA Club- 
mans series. 

Entries at £6.50 each should be 
sent to Mrs E. Overend, 1A, Browns- 
field Road, Lichfield, Staffs WS13 
6BT. 

It is understood that the course 
will incorporate the whole of the 
main straight, Gerards Bend and 
then take to the infield before 
returning to the tarmac at the Esses 
and then continue around the club 
circuit. 


Wilds in 
Hawke 


After two seasons of ups and downs, 
sometimes having competitive For- 
mula One cars to drive and some- 
times nothing at all, former BRM 
works driver Mike Wilds has got 
himself a regular ride for 1977 in the 
coveted Mac McKinstry Hawke DL16 
which Tiff Needell so nearly took to 
the championship victory in 1976, 
McKinstry hopes that Wilds will be 
able to contest both the BARC’s and 
the as yet unannounced BRSCC 
series, and with only a couple of 
clashing races with G8 which Wilds 
also hopes to contend, is in with a 
very good chance of success in 1977. 


Wie . 
Doug Niven—down to 2 litres, 


Niven buys 
Whiting’s Escort 


Nick Whiting was without the Shell. 
sport/All Car Equipe 2.0 Escort 
that has been seen at Brands and 
circuits throughout Britain, at Brands 
after Christmas. The reason was 
that after three seasons of tremend: 
ous success with the yellow peril, 
Nick has sold it to special saloon 
car ace Doug Niven in Scotland, 
and it’s now turned blue. 

Whiting in fact is committed to 
building up a new Escort Mk 2 
complete with V6 3.4 Cosworth 
power tuned to 5000 standards. The 
car is currently being constructed 
and this will represent a completely 
new venture for the saloon ace 
from West Kingsdown. 


Fack hy 
eleven 


RAC Sporting Trials Championship 
runner-up Julian Fack scored an 11 
mark victory to take the Archie 
Langley Trophy when SUNBAC ran 
their Boxing Day trial near Chipping 
Camden. He dropped 61 marks on 
the 32 hills, beating the Kincrafts 
of Reg and Dennis Allen, the latter 
finishing six marks behind his 
brother. George Fisher, in an Iris, 
was fourth on 79 marks. 


Hopkins wins abroad 


Kent farmer John Hopkins had the 
best possible New Year present last 
Sunday when he won the Warco 
Cup trial run by the Peterborough 
MC near Kettering. 

At an event which attracted a 
good entry of 40 for the first round 
of the 1977 RAC series, which is 
again being generously sponsored by 
Semperit, low scores was the order 
of the day. In fairness to the 
organisers, the site—probably an old 
quarry—was not able to produce the 
high standard of sections which the 
championship usually enjoys and as 
a result, one mistake was too many. 

The event comprised three rounds 
of ten sections and after the early 
surface had been removed on the 
first runs, eight competitors cleaned 
every section on the second tour. 

Driving his Ibex, Hopkins lay 
third at the end of the first run but 
came through to win on the last 


round for a total of nine points. Two 
other drivers equalled this score. 
Julian Fack and Gordon Jackson in 
their usual Impunity and _ Ibex 
machines also totalled nine points 
but were placed second and third 
under the usual ruling. 

Fourth place was taken by the 
Kincraft of Jack Pearce who made 
mistakes on the second and third 
rounds for a total of 13 marks while 
John Benson (Jabs) made all his 
errors on the first round where he 
lost 15 of his 17 points for 
fifth place. Laurie Brown (Aberties) 
was another driver to suffer early 
on but although he dropped 22 
marks on his first run, he had a 
thoroughly good run thereafter and 
was worthy of his points in the 
championship with a fine sixth place 
on 25 marks. 

1, J. Hopkins (Ibex), 9; 2, J. Fack 
(impunity), 9; 3, G. Jackson (Ibex), 9 4, 


J. Pearce (Kincraft), 13; 5, J. Benson (Jabs), 
17; 6, L. Brown (Aberties), 25, 
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Roger Burn’s Clan Crusader was the only intruder to the Mini parade at 


Long Marston. 


Angel heads the Minis 


Minis ruled the roost at the second 
round of the Castrol/BTRDA Club- 
mans rallycross championship run 
by Motoclub at Long Marston near 
Stratford-on-Avon on Monday. 

In front of a large crowd, all but 
one of the top ten places went to a 
Mini, the lone intruder being the 
Clan Crusader of Roger Burn. 

It was clear after practice that the 
powerful Escorts and VWs were at 
a disadvantage on the rock hard and 
extremely slippery surface and no 
matter what type of tyre the well 
breached Escorts drivers tried, the 
power to weight ratio of the fleet 
and nimble Minis was always going 
to come through to collect the major 
portion of the prize fund. 

Man of the event was the Dor- 
chester driver David Angel in his 
1.3 device who scored 39 points out 
of a possible 40 and who collected 
the £50 first prize plus an extra £10 
put up by the organisers. With the 
best two out of three runs to count, 
Angel came through with a win and 
a second place and beat Bruce 
Bamber in his 1.3 Mini by one 
point. 

Surprise leader after the first run 
was Burn’s Crusader, a clear 4s 
ahead of the field but he made a 
complete porridge of his second run 
only to retrieve his honour and 
dignity by taking third on his last 
run when conditions were even more 
suited to ice skating than rallycross. 

With the top three places keenly 
contested, there was a gap of five 
points between the third and fourth 
place of Trevor Reeves who 
amassed 32 points, three more than 


International events 


Date Venue 
Jan 8 Pukekohe, New Zealand 
Jan 9 Buenos Aires, Argentina 


British events 


Venue 
Jan 7/8 Cirencester, Reading, Lewdown 
Ford & Slater, Aylesbury, 
Rey (MR165/806146) ; 
Turnpike Garage, Chard 
“tyke (MR193/2773,095) 
Jim Russell Garage, Downham 
= si i Market (MR143/6113202732) 
Jan 8/9 Eagles Meadow Car Park, Wrexham 
dan 9 Lex Wellsteeds Ltd., Shaftesbury 
Street, Newport (MR171/30934891) 
Jan 9 Websters Way Car Park, Rayleigh, 


Essex .(MR178/809906) 


Secretaries of the Meeting are requested to send details of all forthcoming events to Miss Linda McRae, Autosport Editorial, Haymarket Publishing Ltd., Regent House, 54/62 Regent Street, London W1A 2YJ 


Roger Brunt. 

One of the surprises was the sixth 
place of Mike Hill, the former Lancia 
autocross driver whose Mini easily 
won the rally car class, also on 29 
points. At the conclusion of the 
timed runs, a four lap dash was 
added for the spectators and the £25 
prize money, donated by ATV pro- 
ducer Sid Kilbey, went to Bamber. 

The only shadow on the event was 
the exclusion at the end of the day 
of the Mini of Tony Gover for being 
oversize on his 1293 cc _ stated 
engine. 


D. Angel (Mini), 39; 2, B. Bamber 
, 38; 3, R. Burn (Clan Crusader), 37; 


(Mini), 26; 8, N. G 9, 
a Smith (Mini), 20; 10, B. Male (Minl), 


Class winners : Hill, Burn, Bamber, Angel. 


Morris drives 
for Ray 


Having his first taste of FF2000 with 
Ray at the Christmas Brands was 
Rick Morris, the former Hawke 
Formula Ford:driver. He was driving 
Andrew Peach’s FF2000 Ray 762 and 
put on a very good account of him- 
self, finishing second. 


Morris’ plans for next year are 
the continuance of FF2000 with Ray 
in a new car that Bert Ray is cur- 
rently building. The car is actually 
being bought by Andrew Peach and 
will be run by him. There will be 
few differences from the current pro- 
duction car and Bert Ray is confi- 
dent that with enough pre-race 
testing and preparation, the car 
will be thoroughly competitive dur- 
ing the 1977 FF2000 season. 


Porsche problem 


Of the two Porsches at Snetterton 
on Boxing Day John Greasley’s was 
the most successful. Despite havi 
to retire on his final run he Prins 
to be getting to grips with the car 
better than before and his second 
heat time gave him ninth spot. John 
Clark was less pleased, having first 
suffered a recurrence of his Nov- 
ember misfire maladies he retired 
from the first run with a puncture 
and was well out of touch in his 
other two races. 


@ BTRDA Autocross champion Terry 
Smith spent £50 in taxi fares from 
London airport to get to Long Mar- 
ston last Sunday after being delayed 


on return from holiday; went out, 
did well in his Idem Mini and was 
then excluded from the results for 


failing to bring his log book to the 
meeting. 


Peacock is the flyer 


Longton and District MC lost no 
time in getting their 1977 Rallycross 
Championship under way with a 
most successful meeting at Longridge 
on Saturday. All but one of the 52 
entries turned up although practice 
claimed a few more non-starters and 
the day was fully occupied with 
each competitor getting three runs 
or three laps each. 


Many of the winning times were 
set on the first runs of the day, rain 
during the second runs and a con- 
sequent slight deterioration of the 
course making later times generally 
slower. Brian Peacock set the day’s 


John Clarkson, who took both a class award and a club prize, gets the 
jump on his rivals as the light begins to fade at Longridge. 


Event 
F Atlantic, FF, G1/2 


World eigen i Drivers and 


Manufacturers, roun 


Event 
Sporting Trial 
Rally 


Club 
McC 


Rally 


Rally 


Rally 
Rally 


Treasure Hunt 


East Berks MC 
Dudsbury. CC 
West Essex CC 


Manchester IMC 
Newport CC 


Benfleet & DAC 


fastest time in his 1.4 Mini but less 
than a quarter of a second behind 
him was Bruce Rushton in his 2-litre 
Escort. Both these were first run 
times and Peacock had a very close 
shave at the start of his second run 
when he was almost forced into the 
armco. 


David Cunliffe made his usual 
spectacular efforts to put his Volvo 
in amongst the Escorts in the rally 
car class but Quentin Hinchcliffe 
was comfortably ahead at the end. 
A rather small 1-litre class went to 
John Butterfield’s Mini from the 
similar car of Malcolm Ireland while 
the winner of the 1300cc class, 
Richard Painton, put in three runs 
differing by only 1.18s to lead home 
Malcolm Woodhouse, both in 1.3 
Minis. The over 1300cc class pro- 
duced the BTDs_ leaving’ the 
class award to John Clarkson whose 
Escort was entered by the organising 
club. Second in class was Les Kay 
despite numerous bothers with the 
front suspension and brakes on his 
Escort and Keith Stones brought his 
1.3 Mini home a close third. Just 
missing an award in this class was 
Knockhill lap record holder, Robin 
Kinnear, who was visibly trying in 
his Kida Wines Escort. 


Brian Peacock (1.4 (Mini), 179.503, 


D: 
Cia Hincheliffe (1.6 


Best novice: 
Member: R. Painton. 


Oakleaf Rally 


49th Exeter Trial 


Maximum Torque Rally 
Karebrand Rally 


Digitus Interclub Rally 
ShellSport Dean Rally 


Welcome 77th Treasure Hunt 
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Some of the good things that 
came out of this can in1976. 


DUCKHAMS SUCCESSES — 1976 


Ronnie Peterson Italian Grand Prix Race Win 
Mario Andretti Japanese GrandPrix Race Win 
Tiff Needell Grovewood Award — 
David Purley Shellsport European 5000 Championship Win 
Ted Wentz Indylantic Championship Win 
Val Musetti MCD Open Single Seater Championship Win 
John Morrison ' Volkswagen Supervee Silver Cup Championship Win 
Chris Meek BRSCC Production Sports Car Championship Win 
Wayne Wainwright Debenhams Ford Escort Challenge Championship Win 
Jeff Ward Hitachi Special Saloon Car Championship Win 
Rob Mason Kent Messenger Saloon Car Championship Win 
Andy Barton Graham Coaker Mem. Trophy Championship Win 
Ian McCullough Peter Wingfield Trophy Championship Win 
Johnathan Lloyd Cars & Car Conversions Rally Championship Win 
Pat McGarrity _ Irish Atlantic Championship Win 
Les Jones Scottish Hill Climb Championship Win 
Stuart Lawson Scottish Formula Ford Championship Win 
J. Herbert World & British Mini Rod Championship Win 
Derek Daly Formula Ford Festival Winner 
Jem Marsh Rochas Classic Car Championship Class Win 
Valli Stack BRSCC Production Sports Car Championship Class Win 
Roger Saunders Leyland Mini Challenge Championship Class Win 
P. Wilson BTRDA Autocross Championship Class Win 
Motorcycle 

John Britcher British Grass Track 

350cc Champion 
Malcolm Rathmell British Trials 

Champion ae 
Deker Harnwll British Clubmans muck 

Champion 
Eddie Wright British Clubmans Sidecar 

Champion 
Terry Goode British Sidecar Moto Cross 

Champion 
Ted Scott British Sidecar Grass Track 

Champion 
Rob Shepherd British Expert Trial 

Winner 
‘Tom Pemberton Motorcycle Mechanic 

Prod. Machine 

Champion 


Congratulations from everyone at Duckhams. 109 IMP, GAL. 


Don’t let anyone tell you 
all motor oils are the bso 


| 
' 


